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LIQUOR AND ECONOMICS 


The ruling of Attorney-General Daugherty—which, 
unless and until overturned by successful appeal to the 
courts or changed by amendment of the law, not only 
represents the policy of the administration but must be 
observed as the law—that liquor must not be sold or 
carried on American ships even outside the three-mile 
limit and that it must not be brought within the three- 
mile limit, sealed or unsealed, even by foreign vessels, 
has caused a peculiar situation, not distressing, perhaps, 
to those who view prohibition purely as a moral question 
and rejoice in any forward step in the suppression of the 
liquor traffic, at whatever cost, but likely to prove ex- 
tremely unfortunate in an economic sense. 


The foreign boat lines are contesting the ruling, 
as it affects them. If they win, they will then have an 
immense advantage over American ships, for the reason 
that they may still come into American ports with liquor 
on board—though it may not be served except outside 
the three-mile limit—whereas American ships will be 
dry and, therefore, lose that percentage of passenger busi- 
ness that inclines towards vessels where one may have a 
drink if he wants it. If they lose, then it is to be ex- 
pected that, so far as possible, they will dock at Montreal 
instead of at New York or other American ports, so that 
the blow administered by the ruling of the Attorney-Gen- 
tral will have been not only at American shipping, but 
at American ports. 

Whatever one may think as to the right or wrong, 
the wisdom or unwisdom, of prohibition, those are the 
facts as to the effect of the ruling. That effect may not 
be so pronounced as some may think, but, on the other 
hand, it may be greater than others may think. Ocean 
tavelers, pretty generally, we imagine, prefer ‘taking 
Passage on ships where liquor is served, other. things 
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being equal. There is also the question of “grog” for 
the crews on both passenger vessels and freighters. 


It seems to us that the country is face to face with 
the question of whether it has adopted prohibition from 
a moral sense or merely as an economic policy. Of 
course, if we believe that the sale and drinking of liquor 
is inherently wrong, as murder is inherently wrong, then 
there can be no compromise. Liquor should not be al- 
lowed on board American vessels any more than it should 
be allowed in saloons on land. Even from this point of 
view, however, it would seem that all proper ends had 
been served with regard to foreign vessels if we com- 
pelled them to seal their liquor stores within the three- 
mile limit. Even a moralist ought not to seek to enforce 


his code, by American statute, on citizens of foreign 
countries. 


We should say, then, first, that, whether the ques- 
tion is moral or economic, the ruling should be revised or 
the law amended so that the rights of foreign vessels 
outside of American territorial waters would not be in- 
terfered with. That done, American shipping, as we have 
pointed out, would be at a serious disadvantage. If 
the question is purely moral, nothing could be done about 
that. American vessels would have to suffer or go out 
of business entirely, if necessary, rather than compromise 
with wrong. There is no escape from that logic. Is that 
what we want? Every man will have to answer that 
question for himself and no one can say certainly what 
the result of such a poll would be. We believe, however, 
that a large percentage of American citizens who favor 
prohibition—at least enough of them so that without 
their favor there would have been no national prohibi- 
tion—do so, not on any particular moral ground, but on 
the theory that such a policy is for the economic good 
of the country. If it shall prove to be contrary to rather 
than in favor of that economic good, will not these citi- 
zens change their views? Do they not already believe 
that, if the Attorney-General is right in his construction 
of the law, the law ought to be amended? We believe 
they do. At least we do. We believe that, even at the 
risk of some appearance of inconsistency, the law should 
be made to permit the use of liquor on American vessels 
outside the three-mile limit. 


Such a position is not at all inconsistent with the 
idea that prohibition has been adopted as a national pol- 
icy on economic grounds. On the contrary, it is entirely 
consistent with that idea. Our national policy just now 
seems. to be to build up an American merchant. marine. 
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The Gulf, Mobile 
& Northern R.R. 


THE PORT OF MOBILE 


offer unsurpassed facilities for the handling of Do- 
mestic, Import, Export and Intercoastal Traffic. 


















Direct track connection between the G. ML & N. 
and TURNER TERMINAL COMPANY 
provides for quick placement of carload freight ~ 
under its sheds or alongside vessels at its piers. 
Prompt deliveries to shipside made at all other 
wharves and piers by G. M. & N. Lighter 
Service, also thru interchange with connecting 
rail lines. 


NO EMBARGOES—NO CONGESTION 
For Promptand Efficient Service 


Route: Via the G. M.& N. R.R. 
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The Port of Mobile 
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Mississippi Central Railroad 
Louisiana & Arkansas Railway 


MR. SHIPPER :— 


The Natchez Route affords a direct route between Eastern 
Carolina and Southeastern Territory and the Southwest. 


Daily through fast freight schedules are maintained. 


Due to absence of large terminals enroute delay at interchange 
points is eliminated. 


We specialize in furnishing our patrons with passing reports. 

It will pay you to investigate. 

Route from the West via Shreveport, La., Stamps or 
Hope, Ark., care Natchez Route. 


Route from the East via. Mobile or Hattiesburg, core 
Natchez Route. | 


Traffic Department Representatives: 


Cc. G. Lang, R. E. McGrath, S. H. Atkinson, 

Commercial Agent, Commercial Agent, Soliciting Freight Agent, 

902 City Bank Bldg., 330 Ry. Exchange Bldg., 523 State Nat’l Bank Blidg., 

Mobile, Ala. Kansas City, Mo. Texarkana, Ark. 
Carroll H. Smith, S. E. Jones, E. A. Montgomery E. B. Hickman, H. R. Whiting, 
General Agent, General Agent, General Agent, General Agent, General Agent, 


419 Palmer Bidg., 1983 Ry. Exchange Bldg., 535 Whitney Central Bldg., 511 Insurance Bldg., 622 Insurance Bldg., 
Atlanta, Ga. St. Louis, Mo. New Orleans, La. Dallas, Texas. Oklahoma: City, Okla. 
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Chambers of commerce and other business organizations 
everywhere have declared in favor of it and of the meth- 
ods proposed to bring it into being. We ourselves do not 
entirely approve of some of the methods proposed, but 
we do approve the principle that a merchant marine is a 
good thing for the country. The whole country agrees 
to that. Should we, then, not make our national policies 
consistent? Can we have a merchant marine in com- 
petition with foreign countries if they may have liquor 
aboard their vessels and we may not? If we cannot, or if 
our efforts to have one are materially hampered by this 
prohibition policy, should not the prohibition policy be 
changed? -We believe it should. Our belief is predicated 
on economic grounds entirely. The complication that 
is presented by the ruling of Mr. Daugherty can be un- 
snarled, we think, only by separating the moralists from 
the economists and an assumption that we are prohibi- 
tionists because prohibition is economically wise and not 
because it is morally right. 


THE SENIORITY ISSUE 


There could be no better illustration of the lack of 
comprehension of the principles involved in the issue of 
seniority rights raised in the late strike of railroad shop- 
men, than the views of President Harding, set forth else- 
where. Lest some of our readers suspect that our Wash- 
ington correspondent is imagining President Harding’s 
views, we may explain that this article, like most such 
articles purporting to set forth the ideas of the President, 
is based on an interview with the President. The Presi- 
dent sees newspaper correspondents at a stated time 
each week and discusses with them matters of public 
interest, answering their questions or refusing to answer 
them as seems to him wise. They may not quote him, 
except by express permission, but the purpose of these 
conferences is that they may be enabled to inform their 
readers as to the administration view. on such matters 
as he discusses. Their authority, therefore, depends 
merely on the ability of the correspondent to hear and 
to understand the meaning of what he hears. 

The President thinks it an indication that the 
seniority problem was not a serious one, that a rail- 
toad manager told him that when it made a settlement 
with the strikers under the Baltimore plan it had 2,400 
shop employes, but within twenty-four hours after the 
settlement was made, 2,200 of these employes quit. We 
may be a little surprised at the large proportion of em- 
ployes that quit so soon after the strikers came back, 
but that is just the kind of thing that was to be ex- 
pected and that we and others have pointed out as the 
evil in the Baltimore plan of settlement. The old men 
come back to work and conditions are made so unpleas- 
ant for the new men—or they see that conditions will 
be made so unpleasant—that they quit. In other words, 
most of the roads that settle under the Baltimore plan 
do so with the certainty that the new men employed to 
take the places of the strikers and the loyal men who 
did not go out, will not be protected in their jobs.. Some 
of the roads made the settlement, frankly conscious that 
this would be the result. Others, perhaps, were inno- 
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cent or thoughtless, just as the President is innocent of 
understanding as to how the plan he favors would work, 
or morally unable to grasp the viciousness involved. 


THE EDUCATED TRAFFIC MAN 


Industry as a whole has not yet fully awakened to 
the importance of the industrial traffic man. Too many 
large manufacturing and jobbing plants still rely on the 
shipping clerk with his rate memorandum, furnished by 
the railroad, to supervise the expenditures of the money 
paid out for freight rates. Much has been said about 
this state of affairs and about the hundreds of millions 
wasted annually by careless or ignorant shippers. 

For this reason, it may well be said that the business 
house that has in its employ a trained traffic man is in 
the van of progress. And yet, in spite of the fact that 
these firms realize the importance of traffic supervision, 
they often seem curiously unaware that traffic is not a 
dead science—that the man in charge of traffic should 
have a chance to keep up to date. 

There is much food for thought in the appended list 
of questions, printed recently in Personal Efficiency, a 
publication of the La Salle Extension University. Every 
traffic man ought to read them. 


* When were your freight bills last audited? 
When was a classification survey made for your plant’s 
production? 


When did you last make a schedule of routes for your 
shipments? j 


When did you last handle a case before the Interstate 
Commerce Commission? 

When did you last study current I.C.C. rulings? 

When did you last make a schedule of rates to points to 
which you most frequently ship, whether by freight, express 
or parcel post? 

When did you last successfully prosecute a lost and damage 
claim? 

When did you last collect an overcharge? 

When: did you last confer with the traffic manager or 
managers of railroads serving your industry, on problems of 
mutual interest? 

When did you last make a survey of your department 
from an efficiency standpoint? 

When did you last confer with the traffic committee or sec- 
retary of your Chamber of Commerce? 

When did you last make schedule of tariffs used by you 
most frequently? 

When did you last have occasion to check up a statement 
with a railroad? 

When did you receive the last issue of the I.C.C. reports? 

When did you receive the last copy of the traffic magazine? 

When did you last make a comprehensive survey of your 
packing requirements? 

When did you buy a modern shipping guide for your 
shipping clerk? 

When did you caution your drivers to keep their eyes on 
the trucks to prevent losses from loads? 

When did you last talk to the heads of order and sales 
departments to get better codperation? 

When did you ask the members of the shipping clerk’s corps 
to study the classification? 


When did you last find it neccessary to seek a change in 
the classification of an article? 


WHO BUILDS THE HIGHWAYS? 


(From the Illinois Central Magazine) 


Who shall pay for the construction and maintenance of 
hard-surfaced roads to be ground to powder under the wheels 
of motor vehicles, of which many of the most destructive com- 
pete with the railroads for freight and passenger traffic? The 
growing use of motor vehicles for commercial purposes and 
the extension of hard-road systems to cover the entire country 
make this an important problem. The railroads and their pa- 
trons have a great deal at stake in the solution of it. 

There were approximately 10,500,000 motor vehicles in this 
country in 1921, of which more than 1,000,000 were trucks, com- 
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mercial cars, taxicabs and busses, engaged in the service of 
transportation. To a large extent, it is true, the service per- 
formed by this motorized fleet is supplemental to the transporta- 
tion service performed by the railroads, but in many instances 
the two services are competitive. Whether motor vehicle trans- 
portation service is supplemental to or competitive with the 
railroads, however, does not alter the problem. 

The railroads pay for the construction, maintenance and 
improvement of the roadway over which their trains pass, and 
that-cost necessarily becomes a part of the nation’s railway 
transportation bill. In 1921 the maintenance of the tracks, road- 
bed, buildings, bridges and other structures used by the rail- 
roads cost $756,948,985. This was exclusive of interest on the in- 
vestment and improvements chargeable to capital account. It 
represents approximately 16.5 per cent of the total operating 
expenses of the railroads in 1921. A considerable part of the 
revenues received by the railroads from carrying freight and 
passenges went to pay that cost. 

More than 1,000,000 motor vehicles used the public roads for 
commercial purposes last year. The amount which they paid for 
that privilege represents only a small fraction of the cost of 
constructing, maintaining and improving the roadways which 
they helped to destroy. The total revenues derived from the 
registration of all motor vehicles and from the issuance of 
licenses to owners, chauffeurs, manufacturers* and dealers 
amounted to $122,269,071.33, out of which there was available for 
road work $116,117,167.80, exclusive of taxes on gasoline, which 
amounted to $5,302,259.79. As compared with this, however, the 
construction of highways in the United States last year cost 
$767,421,375. The difference represents the amount which tue 
public had to pay out of funds raised by general taxation. In 
other words, the users of all motor vehicles paid about 15 per 
cent of the cost of road-building, and the other 85 per cent was 
paid by general taxation. 

The public at large has as great an interest in transporta- 
tion by railroad as it has in transportation on the public high- 
ways. In fact, the benefits accruing from the use of the rail- 
roads are more widespread than the benefits accruing from,the 
use of the highways by the more destructive vehicles—trucks, 
commercial cars, taxicabs and busses. It is no more equitable 
that those who do not derive immediate benefit from the de- 
structive use of the highways should pay for them than that the 
public should be taxed for the cost of building, maintaining and 
improving the roadways used for rail transportation. 

It is important to note in this connection that the railroads 
pay a not inconsiderable portion of the taxes from which come 
the funds for 85 per cent of the road work. In 1921 the taxes 
paid by the Class I railroads of the country in the various states 
amounted to $237,872,319. This was exclusive of $37,176,773 in 
federal taxes, $79,042 in District of Columbia taxes, $660,218 in 
Canadian taxes and $95,244 in taxes not localized to the states. 

In order to emphasize the comparison between motor vehicle 
revenues and highway expenditures, there is shown herewith 
a table giving the figures by states for 1921. 

It is up to railway men to impress upon the public the fact 
that every burden placed upon the railroads is a burden upon 
their patrons. The railroads do not have an inexhaustible supply 
of funds out of which to pay operating expenses, taxes and other 
charges. A railroad is an institution organized for the giving of 
a great public service, in the performance of which certain costs 
are incurred, and these costs are charged back against the pub- 
lic in the form of freight and passenger rates. The shippers 
and passengers who use the railroads, therefore, pay the rail- 
roads’ operating expenses, taxes and other charges as truly as 
if the railroads were not an intermediate party in the financial 
transaction. 

When the public gets that view of the situation—and it is 
the proper view—there will be fewer attempts to unload tax 
burdens and burdensome operating costs upon the railroads. 
And when the public comes to realize that the cost of building, 
maintaining and improving the highways is not being paid by 
those who put them to a destructive use, a solution will be 
found for this problem. 





Motor Vehicle Highway 

$ 1147,265.00 $“2.065,000.00 
Alabama ,147,200. ,065,000. 
MINNIE ©! 5:0 oie 6b 14 Hide 0G E 0 HOS WORDS Ong © 195,969.75 8,800,000.00 
Arkansas 856,543.60 23,300,000.00 
California ... 6,834,089.52 38,200,000.00 
Colorado 906,059.27 8,291,898.00 
Connecticut 2,129,861.12 *6,000,000.00 
Delaware 375,469.00 3,403,822.00 
MUNN, , dato.bc dds de dak i.dvedoks codeoks 734,845.50 5,180,000.00 
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WROIORER, 5.054 pig ected sa 2ig tooo 2,824,811.25 11,032,895.00 
en A OE A AR, Se 5" OS Sat ES A 102,800.00 1,710,793.00 
New Hampshire 876,322.14 3,423,000.00 
New Jersey ......... 3,974,063.75 14,030,000.00 
New Mexico ........ 98,632.7 3,238,366.00 
INOW TOM. ocescccee $10,288,858.25 47,126,068.00 
.North Carolina 2,259,240.43 *8,078,298.00 
North Dakota 3,052.45 4,600,000.00 
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OEE ET TELS. RE Eel Sine Cee 3,671,645.50 24,750,000.00 
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fee Eee oh tee lee, AP eA end ce A. $122,269,071.33 $767,421,375.00 





tFor period July-December, inclusive. 
cember, inclusive. *Estimated. 

.Motor vehicle revenues include the revenues from motor vehicle 
registrations and from owners’, chauffeurs’, manufacturers’ and deal- 
ers’ licenses. Figures furnished by Bureau of Public Roads, Depart- 
ment of Agriculture. 

Highway expenditures include the amounts spent in various states 
for highway construction. Figures furnished by Bureau of Public 
Roads, Department of Agriculture. 


AUGUST REVENUES AND EXPENSES 


The Association of Railway Executives has issued the fol- 
lowing on August earnings: 


_The net operating income of the Class One railroads of the 
United States totaled $52,579,799 in August, according to reports just 
filed by the carriers with the Interstate Commerce Commission. This 
represented a return, On an annual basis, of only 2.65 per cent of their 
tentative valuation, the lowest since May, 1921. 

In August last year their net operating income totaled $90,- 
160,200, which was at the annual rate of return of 4.54 per cent, 
while in July this year it was $69,239,000, or 4.04 per cent. 

The railroads failed by $66,657,800 to realize a 6 per cent re- 
turn on their tentative valuation. They also fell short $61,689,500 
of a return of 5% per cent, the figure fixed by the Interstate Com- 
merce Commission in its decision of a few months ago. 

The railroads in August had operating revenues totaling $473,- 
877,000, a decrease of 6.3 per cent compared with the same month 
last year, while their operating expenses amounted to $387,150,000, 
an increase of 1.3 per cent over the same month last year. Factors 
affecting this decrease in revenues and the increase in expenses 
were the coal miners’ and railroad shopmen’s strikes and the decrease 
oe , Ss  mmaen 10 per cent in freight rates made effective on 

Complete reports showed that the railroads during the first 8 
months this year had a net operating income of $471,183,600, com- 
pared with $306,063,600 during the corresponding period last year. 
This is at the annual rate of return of 4.07 per cent on their tentative 
valuation, Compared with 2.64 per cent during the first 8 months in 
1921. Operating revenues for the 8 months period totaled $3,528,502,000, 
a decrease of 3.2 per cent compared with the same months last 
year, while their operating expenses totaled $2,806,501,600, a decrease 


tFor period February-De- 


: of 9.7 per cent compared with the 8 months last year. The railroads 


during that period this year failed by $223,135,500 of realizing a 6 
per cent return. During the 8 months last year they lacked $388,255,500 
of that return. 

Complete reports show that the carriers in the Eastern district 
had a net operating income in August of $14,929,990, compared with 
$35,402,300 during the same month last year, which would be at the 
annual rate of return of 1.52 per cent, or $44,059,000 below a 6 per 
cent return. The operating revenues for the carriers in the Eastern 
district totaled $227,016,000, a decrease of 4.9 per cent under those 
for one year ago, while their operating expenses amounted to $196,- 
821,900, or an increase of 4.3 per cent over August, 1921. 

The railroads in the Southern district had a net operating in- 
come in August of $4,618,000, compared with $4,422,000 during the 
same month last year. Their operating revenues totaled $54,321,300, 
or a decrease of 2.4 per cent under the same month last year, while 
their operating expenses totaled $46,088,000, or 4.6 per cent under 
those of August last year. The net operating income of those roads 
was at the annual rate of return of 2.74 per cent, or $5,477,000 
below a 6 per cent return. 

Complete reports show that the carriers in the Western district 
had a net operating income in August of $33,031,700, compared with 
$50,335,500 in August last year. This was at the annual rate of re- 
turn of 3.95 per cent on their tentative valuation, which lacked, 
however, $17,121,300 of a 6 per cent return. The operating revenues 
for those roads totaled $192,539,300, a reduction of 8.9 per cent com- 
pared with the same month in 1921, while their operating expenses 
amounted to $144,245,000, a reduction of % of 1 per cent under 
August one year ago. 

Forty-nine roads in August had operating deficits. Of this num- 
ber, 28 were in the Eastern district, 8 in the Southern and 13 in 
the Western district. In July, 47 had operating deficits. : 

Tabulations as to earnings in August are based on the reports 


at class one railroads, representing a total mileage of 235,096 
miles. 


ROCK ISLAND BONDS 


The Commission has authorized the Chicago, Rock Island 
& Pacific Railway Company to issue $5,000,000 of first and 
refunding mortgage 4 per cent gold bonds and to sell 
them at not less than 85 per cent of par and accrued interest, 
the proceeds to be used for lawful corporate purposes, including 
payments for additions and betterments, installments of equiP 
ment trust notes and indebtedness of the company to the War 
Finance Corporation. The company said it had received a2 
offer from Messrs. Speyer & Co. and Harris, Forbes & Co. for 
the entire issue at 85 per cent of par and accrued interest. 
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Current Topics 
in Washington 





Statistics on Shopmen’s Strike-—When the shopmen’s strike 
was in full blast, the forces of the strikers were generally re- 
ferred to as 400,000 strong. This figure was accepted by the 
Secretary of Labor in a statement commenting on the settle- 
ments effected by Mr. Jewell, the reference being to “the strike 
of 400,000 railway shop craftsmen.” The wage statistics of the 
Commission for July, however, cut down considerably this figure. 
The June statistics of the Commission showed that in the mid- 
dle of June there were 15,102 employes on a daily basis and 
475,001 employes on an hourly basis in the maintenance of 
equipment and stores department under which the shopcraft 
workers are classified. The members of the unions that de- 
creed that there should be a strike make up the majority of 
the employes in the classification under discussion, but there 
are also included under the classification coach cleaners, for 
instance, and others not members of the shopcraft unions. The 
July statistics of the Commission show that inthe middle of 
July there were 14,088 employes on a daily basis and 220,749 
employes on an hourly basis in the maintenance of equipment 
and stores department of the railroads. Dealing only with the 


number of employes on an hourly basis in June and July, the 


Commission’s figures show a decrease of 254,252. The strike had 
been in progress two weeks July 15. Some of the strikers who 
went out July 1 had probably returned to work by July 15, but 
the number so doing was probably small in comparison ‘with the 
total number on strike, and from the strikers’ viewpoint the 
strike was in full swing at that time. If the number of men 
who actually walked out was 400,000, the railroads did a good 
job of augmenting their forces in the first two weeks of the 
strike, considering that the total number at work, including 
classes not ordered to strike, in the maintenance of equipment 
department, was about 475,000 just before the strike. Making 
allowances for strikers who returned to work and new men 
taken on in the first two weeks, however, the Commission’s 
figures do not sustain the claim that 400,000 went on strike. 





Car Shortage Worries Shippers.—O. O. Calderhead, traffic 
expert of the Washington Department of Public Works, and 
Thomas Yapp, secretary of the Railroad and Warehouse Com- 
mission of Minnesota, came to Washington this week with tales 
of woe from shippers because of inability to get cars. Mr. 
Yapp’s mission developed that the coal problem is not the only 
thing that is bothering Minnesota. The shippers want cars for 
potato shipments and are not getting them. they don’t get 
the cars before frost comes, the potato crop il be severely 
damaged. Mr. Yapp brought with him for consideration of the 
Commission’s service bureau and of the car service division of 
the American Railway Association, reports showing that on 
October 8 the Great Northern had accumulated orders for 2,169 
cars for potato shipments. On that day it furnished 168 cars 
and 550 cars could have been loaded, he said. The Northern 
Pacific had orders for 1,685 cars and supplied 142, while 525 
cars could have been loaded that day. The Soo Line had ac- 
cumulated orders for 610 cars and furnished 16, and approxi- 
mately 300 cars could have been loaded that day. Mr. Calder- 
head appealed for box cars for finished products from the lum- 
ber and shingle mills of Washington. He said the four lines 
serving his territory were supplying 13 per cent of the actual 
daily loading demands. The trouble with the car supply in the 
Northwest, according to Mr. Calderhead, is that there are two 
cars going east for every loaded car from the east and no 
empties are passing the western division terminals. 





Southern Pacific-Central Pacific Merger Case.—Refusal of 
the Supreme Court of the United States to grant a rehearing in 
the case in which it ordered the dissolution of, the Southern 
Pacific and the Central Pacific was taken by the advocates of 
Separation of the two lines as the final word in the controversy 
Which has developed as the result of the court’s original deci- 
sion. The “California Producers and Shippers,” which has had 
a2 active press agent in Washington, promptly issued a state- 
ment declaring that the denial of rehearing “settles finally the 
question of the unmerger of these railroads. The unmerger 
Must proceed. The Southern Pacific Railway has been conduct- 
ing propaganda for several months, throughout the nation, ad- 
vocating the overruling of the decision of the Supreme Court 
by the Interstate Commerce Commission under the terms of the 
transportation act.” The belief is held in informed quarters 
here, however, that, so far as the Commission is concerned, it 
May proceed with the formulation of a consolidation plan for 

€ western railroads that might provide for the creation of 
Competitive systems of railroads, one of which could include 
@ Southern Pacific and the Central Pacific. The consolidation 
Provisions of the transportation act direct the Commission to 
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adopt a plan for the consolidation of the railroads of the United 
States into a limited number of systems and to preserve com- 
petition as fully as possible in so doing. The law also provides 
that, wherever practicable, the existing routes and channels of 
trade and commerce shall be maintained. Undoubtedly, the 
Southern Pacific must conform to the decision of the Supreme 
Court in the merger case. The properties must be separated. 
But it is believed that if the Commission should decide that 
the Southern Pacific and the Central Pacific should be included 
in one of the competitive systems of the West, the decision 
under discussion would not be controlling. It is pointed out 
that many months will elapse before the Commission has deter- 
mined on its final consolidation pian. If that plan should put 
the Southern Pacific and the Central Pacific in one system, ap- 
plication then could be made by the companies for permission 
to consolidate. It is believed here, therefore, that the contro 
versy as to whether or not the Central Pacific should be joined 
with the Southern Pacific will figure prominently in the Com- 
mission’s western consolidation hearings when they are held. 





Co-operation Between Commissions.—The trend appears to 
be favorable for the formulation of a definite working agreement 
between the Commission and the state commissions as to the 
regulation of intrastate commerce. Officially, the state com- 
missions have not abandoned their position that section 13 of 
the interstate commerce act should be amended, at least to the 
extent of clearly defining the power of the Commission over 
intrastate commerce, but the men prominent in the state com- 
mission movement have shown a desire to co-operate with the 
Commission under the existing law, and, at the same time, the 
Commission has: indicated a willingness to give the state com- 
missions considerable leeway. In an exchange of correspond- 
ence relative to hearings in “Express Rates, 1922,” the re- 
sponsible heads of the organization of state commissions and 
Chairman McChord, of the Commission, gave promise of effec- 
tive co-operation. In a tentative report in the Nebraska live 
stock case, Attorney-Examiner Disque withheld definite recom- 
mendations because the Nebraska commission had undertaken 
an investigation with a view to correcting the things complained 
of in the case before the Commission. He said the Commission 
would defer the making of a definite finding in the hope that 
the matter might be settled by the joint action of the two com- 
missions. It appears that the Commission is willing to co 
operate with the state commissions on the basis of an under- 
standing that it has the last word with respect to discrimination 
against interstate commerce, if and when it should become 
necessary to say that last word. Such a basis for co-operation, 


it is believed, will tend to remove ground for a major operation 
on section 13. 





Railroad Legislation in December.—There probably will be 
consideration of proposed railroad legislation at the session of 
Congress which begins in December. Whether such considera- 
tion will get beyond the committee stage in the short session 
is regarded as problematical. It has not yet been settled 
whether or not there will be an extra session after the Novem- 
ber elections, and such.a session would not alter the situation 
with respect to prospective railroad legislation, except that 
hearings might be begun before the interstate commeree com- 
mittees the latter part of November rather than the first part 
of December. Those who have followed the railroad legislative 
situation in Washington, however, are not inclined to the belief 
that any major changes in the railroad law will be made shortly 
after Congress reconvenes. Congress will have its hands ful? 
with appropriation measures and if it is not called into special 
session after March 4, 1923, it will have to show some speed 
to get through important railroad legislation. It is’ believed 
that attention will be directed principally to the railroad labor 
situation. President Harding is expected to make some recom- 
mendations with regard to the labor provisions of the trans- 
portation act, and there will be elements in Congress desiring 
to. deal with that problem in one way or another. There will 
be a strong movement to abolish the Labor Board. President 
Harding’s recommendations probably will involve some plan 
for strengthening the hands of the Railroad Labor Board. This 
will amount to anti-strike legislation, which, of course, will 
meet opposition from labor. That fact will tend to prolong, 
rather than shorten, consideration of proposed amendments to 
the law. The rate-making section of the law also will receive 
consideration. The rate situation at the time Congress meets 
again will enter into this phase of the railroad legislative pro- 
gram. If there is widespread discontent relative to the level 
of rates, that will be reflected on the floor of Congress. A 
general overhauling of the transportation act, however, prob- 
ably will not result from the coming session. S. H. S. 





SPRINGFIELD TERMINAL LOAN 
The Springfield Terminal Railway Company of Illinois has 
applied to the Commission for authority to borrow $25,000 on 
its note or notes, for a period not to exceed two years. The 
proceeds will be used in the purchase of a new locomotive. 
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COMMISSION ORDERS 


On defendants’ petition, No. 10583 (and Sub. Nos. 1 to 10, 
inc.), North Packing & Provision Company et al. v. C. M. & St. 
P. Ry., Director General, et al,. has been reopened for further 
oral argument. 

The complaint in No. 13864, Traffic Bureau Chamber of 
Commerce, La Crosse, Wis., vs. C. M. & St. P. Ry. et al. has 
been amended by making the B. & O. R. R., C. & N. W. Ry., 
C. 1. & L. Ry., E. J. & E. Ry., Pere Marquette Ry., P. C. C. & St. 
L. R. R., and Sou. Ry., additional parties defendant. 

The proceeding of inquiry and investigation, No. 13078, In 
re trackage arrangements between the Bingham & Garfield 
Railway Company, and the Utah Copper Company, has been 
discontinued by the Commission. 

Defendants’ petition for reargument and rehearing in No. 
12663, Midland Linseed Products Company v. Director General, 
West Shore R. R. et al., has been denied. 

The Director General’s petition for further consideration, 
rehearing or reargument in the following cases, have been 
denied: No. 12334, Freeman Grain Company v. Director Gen- 
eral; No. 11568, Swift & Company v. Director General; No. 
10602, The Procter & Gamble Company v. Director General, A. 
T. & S. F. et al.; No. 10829, Southport Mill (Limited) v. Director 
General, A. T. & S. F. et al.; No. 11740, Tennessee Copper Com- 
pany v. Director General, A. & V. Ry. et al.; and No. 12696, 
State Highway Department of Texas v. Director General, B. & 
O. et al. 

The complainants’ petition for further consideration, rehear- 
ing or reargument, in Nos. 11940, Great Lakes Dredge & Dock 
Company vs. Director General, Ill. Cent. R. R. et al.; 11578, 
Jacob E. Decker & Sons v. Director General, M. & St. L. R. R. 
et al.; 12270, Chesebrough Manufacturing Company, Consolidated 
v. Director General, P. R. R. et al.; 12368, Florida Citrus Ex- 
change v. Director General; and, 12575, Selz-Schwab & Company 
v. C. & N. W. Ry. and Director General, have been denied. 

Petitions for rehearing an argument in Finance Docket No. 
571, in the matter of settlement with the Lake Erie & Western 
Railroad Company under the provisions of section 209 of the 
Transportation Act, 1920, have been denied by the Commission. 

The report and orders entered on July 10 in No. 11481, Cer- 
tainteed Products Corporation et al. vs. A. T. & S. F. et al., and 
I. and S. No. 1468, building and roofing paper between Western 
Trunk Line points, have been modified as follows: on page 98, 
line 36, by eliminating the figures “78” and substituting the 
figures “79.5”; on page 98, line 37, by eliminating the figures 
“75” and substituting the figures “76”; and in the sixth para- 
graph of order entered in No. 11481, by eliminating the last line 
and substituting the words, “shall not exceed 79.5 and 76 cents 
per 100 pounds, respectively.” All petitions relating to rehear- 
ing in this case have been denied but the Commission has re- 
opened the proceedings for such further argument as it may 
direct. 

The Allentown Portland Cement Company, Bath Portland 
Cement Company, Dexter Portland Cement Company, Edison 
Portland Cement Company, Giant Portland Cement Company, Her- 
cules Cement Corporation, Lawrence Portland Cement Company, 
Nazareth Cement Company, Penn-Allen Cement Company, Penn- 
sylvania Cement Company, Phoenix Portland Cement Company, 
Vulcanite Portland Cement Company and Whitehall Cement Man- 
ufacturing Company have all been permitted to intervene in Nos. 
13891, and Sub. Nos. 1, to 5, incl., The Atlas Portland Cement 
Company vs. C. R. R. of N. J., et al. 

The West Virginia Pulp & Paper Company has been per- 
mitted to intervene in No. 13950, Michigan Paper Mills Traffic 
Association vs. N Y C et al. 

The Cargill Commission Company, D. Vanderberg, Otto John- 
son, McCabe Brothers and Godfrey Grain Company, have each 
been permitted to intervene in No. 14175, Turner Grain Company 
vs. Director-General. 

The Champion Coated Paper Company has also been per- 
mitted to intervene in No. 13950, Michigan Paper Mills Traffic 
Association vs. N. Y. C. et al. 

On defendants’ petition, the proceedings in No. 9971, National 
Pole Company vs. A. T. & S. F., Director-General, et al., have 
been reopened for further hearing, particularly with reference to 
the manner of handling multiple car shipments and the great ad- 
ditional expense and hazard in connection therewith not incident 
to single carload shipments of fir lumber, and with reference to 
comparative earnings on gross weight, the date of the further 
hearing hearing to be subsequent to the Commission’s decision 
in Dockets Nos. 12744, 18374, 13121 and 13567. 

On petitions for rehearing made by the North Packing & 
Provision Company, John P. Squire & Company, and Boston 
Woven Hose & Rubber Company, the Commission has reopened 
No. 11040, Boston Wool Trade Association vs. Director-General, 
B. & A. R. R. et al., and No. 10427, Quincy Market Cold Storage 
& Warehouse Company vs. Director-General, N. Y. N. H. & H. R. 
R. et al., for further hearing for the sole purpose of permitting 
the petitioners to show the unreasonableness of the charges on 
carload traffic between West Cambridge and East Cambridge, 
Mass., and on carload shipments of coal from Mystic Wharf to 
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East Cambridge, Mass., during the period of federal control, and 
their right to reparation. 

The respondents’ petition for rehearing in I. and S. No. 1401, 
Routing restrictions on lumber from Hawley and Truckee Group 
points, has been denied. 

The protestants’ petition for rehearing in I. and S. No. 1504, 
Elimination of transit privileges on breakfast foods at points in 
Oregon, Washington and Idaho, has also been denied. 

The Commission has denied the Director-General’s petition 
for reargument or reconsideration in No. 11881, Krauss Brothers 
Lumber Company vs. Director-General, Alabama & Mississippi 
River R. R. et al. 

The Commission has denied the complainants’ petitions for 
rehearing in the following cases: No. 13458, Ben D. Anguish, et 
al. vs. A. & V. Ry. et al.; No. 12805, Schuhle’s Pure Grape Juice 
Company, Inc., et al. vs. Director-General, N. Y. N. H. & H. R. R. 
et al.; No. 11634, Fairfield Lumber & Coal Company vs. Director- 
General, Birmingham Southern R. R. et al.; No. 11634—(Sub. 
No 1), James Meagher vs. Director-General, Birmingham South- 
ern R. R., et al.; and No. 13187, The Standard Brick Com- 
pany vs. G. F. & A. Ry. et al. 

The defendants’ petition, to make the Lehigh Valley Rail- 
road Company an additional defendant, in No. 13967, Alan Wood 
Iron & Steel Company et al. vs. P. R. R. et al., has been denied, 

The Commission has reopened the proceedings in No. 11444, 
Rockhill & Vietor vs. Director-General, 0.-W. R. R. & Nav. Co. 
et al. 

On complainants’ petition for rehearing and reargument, the 
Commission has reopened No. 11116, Beaver Sand Company et 
al. vs. Director-General, Beaver Valley Railroad et al., for such 
further hearing as it may hereafter direct. 


The: Public Utilities Commission of Kansas has been author- 
ized to intervene in No. 13535, the Corporation Commission of 
Oklahoma vs. Aberdeen & Rockfish R. R. et al. 

Finance Docket No. 100, In the matter of the application of 
the Abilene & Southern Railway Company for reimbursement 
of deficits under section 204 of the transportation act, 1920, has 
been reopened for argument. 

The Commission has reopened for further hearing No. 12004, 
Wichita Northwestern Railway Company vs. Rock Island et al. 
The complainant and defendants have been ordered to file with 
the Commission statements giving certain figures called for by 
the Commission. 


The St. Paul Association of Commerce and Minneapolis 
Traffic Association were permitted to intervene in No. 14018, 
Watertown Chamber of Commerce vs. Ahnapee & Western et al. 


Permission was given the Mobile Chamber of Commerce to 
intervene in No. 13857, Chamber of Commerce of Selma, Ala. 
vs. A. G. S. et al. 

The San Francisco Chamber of Commerce has received per- 
mission to intervene in No. 13840, Associated Oil Company et 
al. vs. Arizona Eastern et al. 


Application of the Southern Pacific Company in No. 6606, 
Southern Pacific Company’s ownership of Atlantic Steamship 
Lines, for permission to refrain from publishing and filing with 
the Commission its rates on cotton moving on export bills of 
lading from Galveston, Texas, and New Orleans, La., to non- 
adjacent foreign countries, or, if not on through bill of lading, 
when delivered by equipment of the Southern Pacific Company- 
Atlantic Steamship Lines to connecting steamship lines at New 
York, N. Y., with destination in a non-adjacent foreign country, 
was denied. 


PETITIONS FOR REHEARING, ETC. 

The complainant in No. 11301, Union Bag & Paper Corpo 
ration vs. Director-General, has petitioned the Commission to 
grant a rehearing in that case and in support thereof states 
that the Commission erred in both law and fact in its findings. 

'T. E. Stevens, receiver for the complainant in No. 12489, 
the Refinite Company vs. Director-General et al., has petitioned 
the Commission to grant a reopening and reconsideration of 
this case upon the record as made, and in support states that 
certain of the Commission’s conclusions of fact and law as set 
forth in the said report are in error. 


The complainant in No. 11674, Hillsboro Coal Company V5. 
C. C. Cc. & St. L. Ry. Co. et al., has petitioned the Commission 
for a rehearing and reconsideration of its decision (63 I. C. C. 
401) in the case and in support thereof states “that the Com- 
mission’s conclusion of law is inconsistent with its findings of 
fact, etc.” 
- The Wheeling & Lake Erie Railway Company and the Lorain 
& West Virginia Railway Company, respondents, have petitioned 
the Commission to amend its orders entered on September 6 
and 15 in No. 12851, In the matter of intrastate rates on bitumt 
nous coal in the state of Ohio, so as to exclude them as parties 
to the proceedings involved in the further hearing in this case. 
Rehearing and reargument have been asked by the complain 
ant in No. 12290, Midland Linseed Products Company vs. Direc 
tor-General, Erie et al. 
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Decisions,of Interstate Commerce Commission 





PRESCRIBES RATES ON FIRE CLAY 


Holding that rates on fire clay from Vandalia, Mo.;, to St. 


Louis, Mo., moving interstate, are not unreasonable but unjustly 
discriminatory and unduly prejudicial, the Commission, in a re- 
port on ‘No. 12167, Walsh Fire Clay Products Co. vs. Director- 
General, as agent, Chicago & Alton et al., opinion No. 7885, 73 
I. C. C., 431-3, ‘has denied reparation, but has prescribed non- 
discriminatory and non-prejudicial rates for the future which the 
carriers must establish on or before December 1. 

The Commission held that the complainant was not shown 
to have been damaged by reason of the undue prejudice or unjust 
discrimination which existed in the past. 

The complainant’s plant at St. Louis is adjacent to the tracks 
of the Merchants Bridge Terminal Railway, near the Merchants 
Bridge. The shipments moved over the Alton and the bridge 
terminal, through a portion of Illinois, 132 miles. The applicable 
rates were $1.20 from June 25, 1918, to May 25, 1920, $1.10 to 
August 26, 1920, and $1.485 on and after that date. The Com- 
mission said that prior to June 25, 1918, there was in effect to 
industries located on the bridge terminal a rate of 80 cents on 
brick and certain articles taking the same rate, including fire 
clay. At the same time there was in effect on fire clay from 
Vandalia to industries on the St. Louis-San Francisco and Mis- 
souri Pacific at St. Louis a rate of 90 cents, minimum $5 per car. 
The Commission said some of the latter industries were as far 
as 5 miles beyond complainant’s plant. Under G. O. No. 28 the 
80-cent rate on fire clay was increased, making the rate to 
bridge terminal deliveries $1.20. The fire-clay rate to the in- 
dustries on the Frisco and Missouri Pacific became $1.10. These 
changes made the rate to complainant’s plant 10 cents higher 
than to industries on the Frisco and Missouri Pacific, whereas 
prior to June 25, 1918, it had been 10 cents less. The Commission 
said that on September 26, 1919, the rate to industries on the 
Terminal Railroad Association of St. Louis was reduced from 
$1.20 to $1.10, in order to make the rate to all industries in St. 
Louis the same. It said it was intended that the reduction should 
apply on shipments to complainant’s plant, as it was assumed 
that the bridge terminal was a part of the Terminal Railroad 
Association of St. Louis. The bridge terminal, however, did not 
apply the reduced rate to industries on its line. On May 25, 
1920, under reduced rate order No. 388, the rate to complainant’s 
plant was reduced to $1.10. This rate, under the general in- 
creases of 1920, became $1.485, which the Commission said was 
the present rate from Vandalia to all points within the St. Louis 
switching district. The complainant asked a maximum rate of 
$1.38 for the future. 

The Commission said no evidence was offered by the com- 
plainant as to the unréasonableness of the applicable rates. The 
complainant assumed, the Commission said, that since an addi- 
tional haul of 5 miles was required to make deliveries to its 
competitors’ plants on the Frisco and the Missouri Pacific, and 
that as a difference of 10 cents existed in the rates prior to June 
25, 1918, any rate that exceeded 10 cents less than the rate con- 
temporaneously applicable for Frisco and Missouri Pacific de- 
liveries was unreasonable. 

_ The Commission’s order for the future follows: 


That defendants, The Chicago & Alton Railroad Company and 
St. Louis Merchants’ Bridge Terminal Railway Company be, and 
they are hereby, notified and required to establish, on or before De- 
cember 1, 1922, upon notice to this commission and to the general 
public by not less than 30 days’ filing and posting in the manner 
Prescribed in section’6 of the interstate commerce act, and there- 
after to maintain and apply to the transportation of fire clay, in 
carloads, moving interstate from Vandalia, Mo.,. to complainant’s 
Plant in St. Louis, Mo., a rate which shall not exceed 10 cents per 
het ton less than the rate conemporaneously maintained no the same 
commodity in connection with their lines from Vandalia to indus- 


tries in St. Louis on the Missouri Pacific Railroad and St. Louis- 
San Francisco Railroad. 


MINIMUM WEIGHT UNREASONABLE 


Finding that the carload minimum weights on sheet-iron 
Cans, 28-gauge or thinner, from Granite City, Ill., and New Or- 
leans, La., to Fort Worth, Tex., were, are, and for the future 
will be unreasonable, the Commission has prescibed reasonable 
Minimum weights and has awarded reparation in a report on 
No, 12282, Armour & Co. vs. Beaumont, Sour Lake & Western 
Railway Co., Director-General, as agent, et al., opinion No. 7881, 
18 1. C. C., 415-18. The weights found reasonable must be made 
effective on or before November 6. 

The complainant alleged that the minimum weights, and 
charges collected on the basis thereof, on 162 carloads of empty 
cans shipped between March I and June 1, 1918, from Granite 
City, Ill, and between December 28, 1916, and February 1, 1921, 
from New Orleans, La., to Fort Worth, were unreasonable. Nine 
‘arloads moved from Granite City and 153 from New Orleans. 


. points, 


for approximately equal distances. 


The complainant ships lard, lard compounds and lard substi- 
tutes in.the cans from its plant at Fort Worth. 

Charges were collected at a commodity rate of 88 cents on 
the shipments from Granite City, all of which moved prior to 
June 25, 1918; and at a commodity rate of 79 cents, increased 
on June 25, 1918, to 99 cents, and on Aligust 26, 1920, to $1.335, 
on the shipments from New Orleans, at carload minima ranging 
from 10,920 pounds for cars 33 feet 6 inches, and less, in length, 
to 19,800 pounds on cars over 49 feet 6 inches in length, the 
minimum applicable on.a standard 36-foot 6-inch car being 
12,000 pounds. 

The defendants were represented at the hearing but sub 
mitted no evidence. The Commission’s findings follow: 


We find that the minimum weights on sheet-iron cans 28- 
gauge or thinner, were, are, and for the future will be unreason- 
able to the extent that they exceeded and exceed 9,000 pounds on 
cars 36 feet .6 inches in length and under; 10,000 pounds on 
ordinary box cars over 36 feet 6 inches, to and including 40 feet 
6 inches in length 11000 pounds on furniture equipment 39 feet 
6 inches, to.and including 40 feet 6 inches in length, and 8 feet 
6 inches and over in height; 13,000 pounds on cars over 40 feet 
6 inches, to and including 45 feet 6 inches in length; and 16,000 
pounds on cars over 45 feet 6 inches in length; that the aearges 
collected were unreasonable to the extent that they exceeded 
those which would have accrued at the applicable rates subject 
to the minima herein found reasonable; that complainant made 
the shipments as described in the record and paid and bore the 
charges herein found unreasonable; that it has been damaged 
thereby in the amount of the difference between the charges 
collected and those collectible upon the basis herein found rea- 
sonable; and that it is entitled to reparation with interest. Com- 
plainant should comply with Rule V of the Rules of Practice; 
and details of shipments made subsequent to the complaint may 
be included in the reparation statement filed thereunder if ac- 
companied by appropriate proof in the form of an affidavit that 
the shipments were made and the freight charges thereon were 
paid and borne by complainant. If defendants object to proof in 
the form of an affidavit they may request a further hearing with 
respect to the subject matter thereof. In complying with Rule 


V, outstanding undercharges, if any, should be taken into con- 
sideration. 


RATES ON VELVET-BEAN MEAL 


A denial of reparation and an order for the establishment 
of a non-prejudicial basis of rates for the future, effective on or 
before December 1. has been made by the Commission in No 
12133, Monarch Mills vs. Central of Georgia and Director-General, 
as agent, opinion No. 7883, 73 I. C. C. 425-8, on a finding that 
rates applicable on velvet-bean meal, in carloads, from points on 
the Central of Georgia in Alabama and Georgia to Chattanooga, 
Tenn., were and are not unreasonable, but were and are unduly 
prejudicial. The Commission said there was no proof of damage 
resulting from the undue prejudice which existed in the past. 

The complainant alleged that the rates on velvet-bean meal 
to Chattanooga from Cedartown, Albany, Fort Gaines, Buena 
Vista, Dawson and Columbus, Ga., and Union Springs, Eufaula, 
Andalusia, Seale and Troy, Ala., were and are unreasonable, un- 
duly prejudicial and in violation of the long-and-short-haul provi- 
sion of section 4. The Commission said the complainant became 
bankrupt after the shipments moved, and the trustees intervened 
and introduced evidence to show they were entitld to any rep- 
aration that might be awarded. The product moved is used 
principally in the manufacture of animal feed, and the produc- 
tion of velvet beans in the South is of comparatively recent 
origin, the Commission said. 

The Commission said the same rates generally applied on 
velvet-bean meal and cottonseed meal from Cedartown, Colum- 
bus, Troy, Andalusia and Albany to Nashville, Memphis and 
Louisville, whereas to Chattanooga the rates on the velvet-bean 
meal were substantially higher than on the cottonseed meal, and 
exceeded the rates on the same commodity to Nashville and 
Memphis. The fourth section departures resulting from the 
maintenance of higher rates to Chattanooga than to farther dis- 
tant points were protected by a temporary order, the Commission 
said. The complainant contended that the rates complained of 
were unreasonable to the extent that they exceeded ang exceed 
(1) those on the same commodity to Nashville and (2) the rates 
on cottonseed meal to Chattanooga. 

In disposing of the case, the Commission said: 


Defendants compare the assailed rates with commodity rates 
on grain, grain products, and animal or posz feed for similar 
distances from Memphis, Nashville, and Ohio River crossings to 
points in Tennessee, Alabama, and Georgia, and refer to the large 
volume in which grain and feed move southbound from these 

The compared rates in some instances are the same as, 
and in others slightly lower or higher than, those under attack 
They also compare the rates 
on velvet-bean meal from the points of origin in question to 
Nashville and Memphis with the rates on grain and grain prod- 
ucts in the reverse direction, the latter rates ranging from $0.95 
to $3.20 higher than the former. 

In Security Mills & Feed Co. vs. Director-General, 62 I.°C. C. 
657, we found the rates on velvet-bean meal from points of pro- 
duction in the Southern States to Knoxville, Tenn., not unreason- 











796 THE TRAFFIC WORLD 


able, but unduly prejudicial (1) to the extent that they exceeded 
on a distance basis the contemporaneous rates on like traffic to 
Nashville and (2) to the extent that they were higher in relation 
to rates on cottonseed meal than the contemporaneous rates on 
like traffic to Nashville and certain other cities. 

Following the case cited, and upon this record, we find that 
the rates assailed were not and are not unreasonable but that they 
were, are, and for the future will be unduly prejudicial to com- 
plainant and unduly preferential of its competitors at Nashville to 
the extent (1) that they exceeded or exceed, on a distance basis, 
the rates contemporaneously maintained in connection with the 
Central of Georgia on like traffic from said points of origin to 
Nashville, and (2) to the extent that they are higher in relation 
to the rates on cottonseed meal than. the rates contemporaneously 
maintained in connection with the Central of Georgia on like traf- 
fic from said points of origin to Nashville. There is no proof that 
complainant was damaged by reason of the undue prejudice which 
existed in the past, and reparation is denied. 


RATES ON CLAY, BRICK, ETC. 


On a finding that the rates on carload shipments of clay, 
brick, mine props, mine caps, lagging, slab wood, gravel, and 
sand, between St. Louis and Vandalia, Mo., during federal con- 
trol, were not unreasonable, the Commission has dismissed the 
complaint in No. 12155, Walsh Fire Clay Products Co. vs. Direc- 
tor-General, as agent, opinion No. 7879, 73 I. C. C. 410-12. 

The rates charged were based on the combination of distance- 
scale rates to and from the junctions with the Chicago & Alton, 
the shipments having moved via the Wabash and the St. Louis 
& Hannibal and the Alton; the Burlington and the Alton, and 
the Wabash and the Alton. 

The complainant urged that the combination rates were 
illegal because they exceeded. joint rates prescribed by the Mis- 
souri public service commission. The Commission said the fac- 
tors composing the combination rates were on file with the ap- 
propriate commissions and were therefore the applicable tariffs. 
It said the Director-General was not amenable to the rate or- 
ders of state commissions, and that therefore the only question 
for determination was whether the applicable rates were un- 
reasonable under the act to regulate commerce and the federal 
control act. On that point the Commission said the complainant’s 
evidence was not convincing. The complainant contended that 
the Commission should assume “prima facie that the state-made 
rates are reasonable.” The Commission said that contention 
was unsound, and that also a showing that the rates were sub 
sequently reduced on November 25, 1919, was not sufficient to 
warrant a finding of unreasonableness. It said that in some 
instances charges were assessed on the basis of the joint scale 
and that apparently undercharges were outstanding. 


REPARATION ON SLACK COAL 


The Commission has disposed of No. 12203, Dewey Portland 
Cement Co. vs. Director-General, as agent, opinion No. 7882, 73 
I. C. C. 419-24, on a finding that rates on slack eoal, moving 
intrastate during a part of the period of federal control, from 
Broken Arrow, Dawson, Henryetta, and Dewar to Dewey, Okla., 
were unreasonable and unduly prejudicial, but that the rate 
from Dawson to Dewey prior to March 25, 1918, was not unrea- 
sonable or otherwise unlawful. It awarded reparation on the 
shipments which moved during federal control. 

Charges were collected on the shipments in issue from Daw- 
son at rates of 67 cents prior to March 25, 1918; 94 cents from 
March 25 to May 9, 1918, inclusive; 82 cents May 10 to June 24, 
1918, inclusive, and $1 thereafter; from Broken Arrow, at a 
rate of $1; and from Dewar and Henryetta, at a rate of $1.50. 
shipments from Broken Arrow, Dewar and Henryetta moved sub- 
sequent to June 25. 

The Commission’s findings follow: 


We find that as to shipments which were delivered or tendered 
for delivery during the period of Federal control, the rate charged 
from Dawson prior to March 25, 1918, was not unreasonable or other- 
wise unlawful; but that the rates charged from Dawson during the 
period from March 25 to June 24, 1918, inclusive, were unreasonable 
and unduly prejudicial to the extent that they exceeded 70 cents; thaf 
the rates charged on and after June 25, 1918, from Dawson and 
Broken Arrow were unreasonable and unduly prejudicial to the 
extent that they exceeded 90 cents; and that the rates charged 
on and after June 25, 1918, from Henryetta and Dewar were un- 
reasonable and unduly prejudicial to the extent that they exceeded 

.20.. We further find that the complainant made the shipments as 
described and paid and bore the charges thereon; that it has been 
damaged thereby in the amount of the difference between the charges 
paid ané those which would have accrued at the rates herein found 
reasonable and that it is entitled to reparation, with interest. 
Complainant should comply with Rule V of the Rules of Practice. 


FIRE CLAY RATES REASONABLE 


The Commission has dismissed the complaint in No. 12216, 
Walsh Fire Clay Products Co. vs. Director-General, as agent, Chi- 
cago & Alton et al., opinion No. 7880, 73 I. C. C. 413-14, on a find- 
ing that a rate of 5.5 cents per 100 pounds on fire clay, in car- 
loads, from Whiteside, Mo., to Vandalia, Mo., during federal con- 
trol, was not unreasonable or otherwise unlawful. The com- 
plainant alleged that the rate was unreasonable and unjustly 
discriminatory to the extent that it exceeded 4.5 cents. 

The Commission said that on June 24, 1918, the rate on fire 
clay from Whiteside to Vandalia was 3.6 cents. G. O. No. 28 pro- 
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vided for an increase of 2 cents on brick. The defendants applied 
that increase on fire clay, the Commission said, because the St. 
Louis western district freight traffic committee construed the in- 
crease authorized in brick rates to apply on articles taking 
brick rates. Allowing for the disposition of fractions, the rate 
became 5.5 cents on June 25, 1918. The complainant contended 
that G. O. No. 28 did not authorize an increase in fire-clay rates 
in excess of 25 per cent. The Commission said an increase of 25 
per cent would have resulted in a rate of 1 cent less than the 
5.5-cent rate assailed. 

The shipments involved moved 33 miles, and the Commission 
pointed out that in National Paving Brick Mfrs. Asso. vs. A. & 
V. Ry. Co., 68 I. C. C. 213, it had prescribed the same rates on fire 
clay and certain kinds of brick, not including common brick, the 
interstate rate prescribed for 33 miles in central territory being 
$1.05 per ton, and in trunk line territory, $1.20. The rate charged 
on the shipments involved was equivalent to $1.10 per net ton. 


REPARATION ON SCRAP IRON 


In a report on No. 12415, Dave Levite vs. Director-General, 
as agent, Texas & Pacific et al., opinion No. 7888, 73 I. C. C. 
443-46, the Commission has made an award of reparation on a 
finding that rates on scrap iron from points in Louisiana to 
Natchez, Miss., were unreasonable to the extent that they ex- 
ceeded the rates shown in the following table: 


June 25, 


Prior to 1918, to After 

June 25, ug. 25, Aug. 25, 

From— 1918, cents. 1920, cents. 1920, cents. 

EM death 3 buinahsgreaee sete aime to ee 5 we aa Saal 
Sle SNARE Be Eanes ee er oe 6 7.5 
PIS BORG ( blo wis ocala s Cas deh ee 7 rae 

ok Anolis Rc wiaiar chiletyqauhet® 8 me 

LTTE. tse. tana wind « o.0:4.4 ces ee x wane aS 

EES oe ce eSever scat tvenceee K s5a% 13.5 

RS RMS 05 io.3.c's oo WOK CSU iieaes 6 7 dit otha 
, Serre eee Ts 8.5 


REPARATION ON COCOANUT OIL 


An award of reparation has been made by the Commission 
in No. 12247, Wilson & Co., Ine., of Tennessee, vs. Director- Gen- 
eral, as agent, Santa Fe et al., opinion No. 7887, 73 I. C. C., 438-42, 
the finding being that rates on refined cocoanut oil in tank cars 
or in barrels from Chattanooga to New York, Nutley, N. J., Phil- 
adelphia, Pa., Chicago, Ill., and Kansas City Mo., were unreason- 
able. As to a rate charged on imported crude cocoanut oil in 
tank-car loads from San Francisco to Chattanooga, the Commis- 
sion made a finding that it was reasonable. 

The shipments moved between December 6, 1917, and Decem- 
ber 22, 1918. The prayer was for reparation and the establish- 
ment of a rate of $1.05 on import and domestic shipments from 
San Francisco to Chattanooga. The Commission said the rates 
requested both on crude cocoanut oil from San Francisco to Chat- 
tanooga, and on refined oil from Chattanooga to the destinations 
specified, had been published since the filing of the complaint 
and that therefore its report would be confined to the question of 
lawful rates on past shipments. 

Charges on the shipments from San Francisco were collected 
ata rate of 95 cents, but the Commission said the applicable rate 
was 94 cents and that the overcharge should be refunded. 

On the shipments from Chattanooga fifth-class rates were 
charged or were applicable, the Commission said, and five ship 
ments to Chicago were undercharged 3 cents per 100 pounds. On 
April 26, 1919, the rates on cocoanut oil from Chattanooga were 
made the same as the rates on cottonseed oil, and they are main- 
tained on that basis today, the Commission said. The complain 
ant said the contemporaneous cottonseed-oil rates afforded the 
proper measure of reasonable rates, and sought reparation to that 
basis. 

The Commission’s conclusions were as follows: 


While it is true that cocoanut and cottonseed oil should ordinarily 
take the same rate, as complainant contends, it does not follow that 
the cottonseed-oil rate is a proper basis for determining the reason- 
ableness of the cocoanut-oil rate if_it appears that the former is 4 
subnormal rate, Southport*Mill vs. Director-General, 68, I. C. C., 352. 
In this case we discussed at length the conditions which had brought 
about in the first instance and tended to maintain the cottonseed-oil 
rates on a low level. In determining what rates would have been 
reasonable to charge over the routes of movement, we were_theré 
guided by the scale prescribed by us in. Oklahoma Cottonseed Crush- 
ers’ Asso. vs. M., K. & T. Ry. Co., 39 I. C. C., 497. The evidence in 
this case warrants a like disposition. 

We find that the rates applicable on the shipments from Chatta- 
nooga were unreasonable to the extent that they exceeded the fol- 
lowing amounts: To New York, 34 cents prior to June 25, 1918, and 
42 cents on and after that date; to Nutley, 42 cents; to Philadelphia, 
36.5 cents; to Chicago, 26.5 cents prior to June 25, 1918, and 33 cents 
on and after that date; and te Kansas City, 43 cents. We find fur 
ther that complainant made the shipments as described and pai 
and bore the charges thereon, except that on the shipment to Nutley 
complainant paid 72.5 cents of the total.rate of 75 cents; that it was 
damaged thereby in the amount of the difference between the charges 
paid Ey it and those which would have accrued at the rates here® 
found reasonable; and that it is entitled to reparation, with interest. 
Complainant should comply with Rule V of the Rules of Practice 
Collection of undercharges should be waived. It is not shown tha 
hen eg was damaged by any undue prejudice that may have 
existed. 

While the question of transit arrangements at Chattanooga was 


ter 


ts. 


13.5 


October 14, 1922 


put in issue, the record falls far short of affording a sufficient basis 
for a finding. in respect thereto. 


COAL FROM THE SOUTHWEST 


In a report on I. and S. Nos. 1524 and 1575, coal from the 
Southwest to Omaha, Neb., and related points (mimeographed, 
without page or opinion number), the Commission has found 
that proposed reductions: in- rates on coal from mines’ in the 
southwestern fields located in Missouri, Kansas, Oklahoma and 
Arkansas, to Omaha, Neb., and related points are unduly. pref- 
erential and prejudicial. The suspended schedules were ordered 
canceled. Illinois coal operators and certain carriers serving 
the Illinois field potested the proposed reductions. ; 

In addition to Omaha the proposed reductions would have 
applied to Lincoln, Neb., St. Joseph, Mo., and related points. 
The present rate from the southern Kansas group on lump coal 
to Omaha is $2.97 per ton, and the carriers proposed to reduce 
it to $2.77; from the Rich Hill group the carriers proposed to 
educe the rate from $2.565 to $2.365; from the Arkansas-Okla- 
homa and McAlester group from $4.32 to $4.12. 

The respondents and the southwestern operators contended 
that the proposed rates were not unduly low and that they were 
properly related to the rates from the Illinois fields. They 
pointed out that it was proposed to place the Arkansas & Okla- 
homa fields on a parity with southern Illinois and their position 
was that this necessitated corresponding reductions from the 
other southwestern groups. 

The Commission said that the record did not establish that 
the proposed rates would not be adequate to yield a fair return 
to the carriers on the traffic in question, but that it appeared 
that a reduction of 20 cents to Omaha without a concurrent 
reduction to Kansas City would result in undue prejudice to 
the latter point. 

In conclusion, the Commission said: 


Such portions of fourth section applications Nos. 1951, 2522, 4784, 
4218, 4219, and 4220 filed by the Kansas City Southern, St. Louis- 
San Francisco, Missouri, Kansas & Texas, and Missouri Pacific, re- 
spectively, by which carriers named as parties thereto ask for au- 
thority to continue rates for the transportation of coal from Ark- 
ansas, Oklahoma, Kansas, and Missouri mines to Omaha, Neb., St. 
Joseph, Mo., Atchison, Kan., and related points without observing 
the provisions of the fourth section of the interstate commerce act 
were set for hearing in connection with this’ proceeding. The fourth 
section questions involved will be reserved for consideration in a 
supplemental report. f 

We find that the proposed reductions to Omaha, Lincoln, St. 
Joseph, and related points, without corresponding reductions to Kan- 
sas City, would result in undue preference of the points first referred 
to, and in undue prejudice to Kansas City. An order will be entered 
requiring the cancellation of the suspended schedules in Nos. 1524 
and 1575, and discontinuing those proceedings. This finding is with- 
out prejudice to respondents’ subsequent filing, on 15 days’ notice, 
of rates covered by our suspension orders in these cases, where the 
rates to western destinations were proposed only to meet existing 
rates already effective over other lines of railroad from the same 
points of origin to said western destinations. 


“e 


WAGONS TO LOUISIANA POINTS 


Proposed increased rates on farm wagons and parts thereof, 
in carloads, from Lynchburg, Va., Hickory, N. C., and. Rock Hill, 
8. C., to Shreveport, Monroe and West Monroe, La., have been 
found not justified by the Commission in a report on I. and S. No. 
1580, Farm Wagons from the Carolinas and Virginia to Louisiana 
Points (mimeographed without page or opinion number), and 
the suspended schedules have been ordered cancelled on or be- 
fore November 11. The schedules were filed to become effective 
June 15, 1922, and on protest of the Lynchburg and Shreveport 
Chambers of Commerce, they were suspended until November 12. 


The respondents proposed to cancel joint commodity rates on 
farm wagons, with or without bodies, loose, or in packages, and 
parts thereof, in carloads, from Lynchburg to Monroe, West Mon- 
roe and Shreveport, and from Hickory and Rock Hill to Shreve- 
port, leaving applicable the higher joint class A rates, governed 
by Western Classification, and to increase corresponding com- 
modity rates from Hickory and Rock Hill to Monroe and West 


Monroe to the basis of the lowest combinations of intermediate 
tates. 


Under the proposed schedules the rate from Lynchburg to 
Monroe and West Monroe would have beecn increased from 106.5 
cents to 115.5 cents, and to Shreveport from 106.5 to 115.5 cents; 
from Hickory to Monroe and West Monroe, 100 cents to 108.5 
cents, and to Shreveport, from 100 cents to 118.5 cents, and 
from Rock Hill to Monroe and West Monroe from 106.5 cents to 
108.5 cents, and to Shreveport from 106.5 cents to 118.5 cents. 

In disposing of the case, the Commission said: 


Respondents exhibit commodity rates, relatively higher than 
the suspended rates, from wagon manufacturing points in Ohio and 
ichigan to Georgia destinations and from Tennessee, Alabama and 
rgia points to Monroe and Shreveport, but make no attempt to 
show a similarity of traffic or transportation conditions. They point 
out that from Lynchburg the proposed rates are the same as the 
fies in effect from Richmond and South Boston, Va., wagon manu- 
acturing points, and only 22 cents higher than the sixth-class rate 
to Vicksburg, Miss., approved by us in rates to, from, and between 
Points south of Ohio River, 64 I. C. C., 107. 
Protestants state that but few shipments are moving under the 
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present commodity rates, and urge that the proposed rates are higher 
than the traffic will stand. They cite lower southern classification 
sixth-class rates for greater distances from points in New England 
and Trunk line territories to Natchez, Miss., and New Orleans, La. 

The proposed rate of 118.5 cents from Hickory to Shreveport would 
violate the long-and-short-haul provision of the. fourth section. 
Hickory is intermediate to Shreveport from South Clarksville, Va., 
from which point a commodity rate of 110 cents is in effect. 


GRAIN TO SIOUX CITY, IOWA 


In a supplemental report on No. 11140, Board of Railroad 
Commissioners of the State of South Dakota vs. Director-Gen- 
eral, Santa Fe et al. (mimeographed, without page or opinion 
numbers), the Commission has modified its former findings in 
73 I. C. C. 347, by excepting therefrom rates to Sioux City, Ia., 
on grain and grain products from eastern South Dakota. 

In the original report, the Commission prescribed certain 
maximum rates as just, reasonable and non-prejudicial for ap- 
plication on grain and grain products from points in South 
Dakota east of the Missouri River to all points in Iowa. No 
order was entered, but the Commission said that defendants © 


were expected to publish and file tariffs in conformity with 
the findings. 


In its disposition of the case the Commission said: 


It was recognized that the general adjustment of rates required 
would result in some increases as well as a large number of re- 
ductions, but it now appears that perhaps most of the changes in 
the present rates to Sioux City, Iowa, represent slight increases. 
Sioux City must meet the competition of Omaha, Neb., also a 
Missouri River point, in marketing grain and grain products drawn 
from eastern South Dakota. An upward trend in the rates to Sioux 
City without corresponding. contemporaneous changes’ in those to 
Omaha and other grain markets would obviously place Sioux: City 
at a disadvantage compared with the position it now holds. The com- 
plaint herein brought in issue that rates to Omaha, but we declined to 
pass upon such rates because we felt that they should be considered 
upon a record devoted particularly to the rate relationship of Omaha 
to other grain markets. Page 356. We specifically stated that our 
original findings were without prejudice to any conclusions we may 
reach in No. 13000, in which the complainant herein assails the rates 
on grain, grain products, and’ flaxseed from all stations’ in’ South 
Dakota to Missouri River points and other important grain markets. 
Page 360. We think that, pending our disposition of that case, the 
rates to Sioux City should remain undisturbed. 

Upon further consideration of the record in this case we are 
of opinion and find that the rates assailed to Sioux City, Iowa, on 

in and grain | bee ope es from points in South Dakota east of the 

issouri River should be excepted from our former findings. Our 
original report herein is therefore modified to that extent. 








COAL SCHEDULES CANCELLED 


In a report on I. and S. No. 1558, Coal from Kentucky, Ten- 
nessee and Virginia to northern and northwestern -points,, 
opinion No. 7889, 73 I. C. C. 447-54, the Commission has found 
not justified the proposed cancellation of joint rates on coal 
from points on the Louisville & Nashville in eastern Kentucky 
and Tenriessee and southwestern Virginia to points in Minne- 
sota, South Dakota and Wisconsin, which would result in in- 
creases, has ordered the respodents to cancel the schedules 
on or before October 14, on not less than one day’s filing and 
posting in the manner prescribed by section 6 of the interstate 
commerce act, and has discontinued the proceeding. 


The L. & N. and its connections proposed. to cancel the 
joint rates from the points of origin specified to 133 points in 
Minnesota, South Dakota and Wisconsin, effective May 18, 1922, 
and to leave in effect higher combinations. Upon protests. of 
the Minneapolis & St. Louis, which participates in the present 
joint rates and upon whose line most of the destinations are 
located, the Northwestern Traffic & Service Bureau, the Twin 
City Coal Exchange and the Laird Company of Minneapolis, the 
operation of the schedules was suspended until October 15, 
1922. The schedules also were opposed by associations of the 
coal operators in eastern Kentucky, the Board of Railroad Com- 
missioners of South Dakota and by individual consumers of 
and dealers in. coal. 


The Commission said the purpose of the proposed cancella- 
tion was to place the eastern Kentucky mines on the usual 
combination basis. The proposal was supported by the eastern 
carriers serving other mines in the Crescent, by the operators 
of those mines, and by the Northwestern Coal Dock Operators’ 
Association. 

The L. & N., the Commission said, made no attempt at the 
hearing to justify the proposed increases and said that the 
schedules were filed at the request of the participating inter- 
mediate and delivering lines, except the M. & St. L. The Com- 
mission said that in view of the protests of the latter line and 
of the eastern Kentucky operators, the L. & N. had requested 
on brief that the suspended schedules be canceled. 

“The table inserted below,” the Commission said, “illustrates 
the present and proposed rates from the eastern Kentucky mines, 
together with the rates from other Inner Crescent districts, to 
Minneapolis, the principal consuming point affected. It also shows, 
for the purpose of later reference, the rates from the southern 
Illinois field, and the amounts by which such rates are ex- 
ceeded by the present and proposed rates from eastern Ken- 
tucky. The Louisville & Nashville and other carriers publish 
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joint rates from southern Illinois to stations on the Minneapolis 
& St. Louis and other lines in the Northwest: 


- Present Proposed 
Eastern Kentucky (groups 1, 3, 4): 


NNER BOR oko. < BUF ¢ vide c iA Swed 0 dd pee bdObe «0 $5.40 so aaden 

Chicago combination ............ lees Od < O88 6.335 $6.335 
Pittsburgh district: 

Ce GUUOMRTIOT pc cc ascacenc.acecectes 6.335 6.335 
Kentucky district (Ches. & Ohio): 

Chicago combination ...........ceseeeeees 6.335 6.335 
Williamson, W. Va. (Norf. & West.): 

Chicago combination ...........2.eeeee08. 6.335 6.335 
BOmSROrm .AIsIMOIS. TALE... < o.65.< vice dd 00s ocee be ces 3.85 3.85 
Difference under eastern Kentucky............ 1.55 2.485 


The Commission said it was clear that the parties in the 
case were less interested in the level of the proposed rates 
than in the relationships that would result. It said that of the 
all-rail movement of domestic coal to the Northwest, that from 
the southern Illinois fields predominated, and that unquestion- 
ably the keenest competitive situation which would be affected 
by the proposed rates was that between those fields and the 
eastern Kentucky mines. The protesting operators said that 
they had found it difficult to market their domestic coal in the 
Northwest under the present and past differences in rates in 
favor of the southern Illinois coal, and that if the spread in 
rates was further increased they would be excluded from the 
sale of domestic coal in that territory. 


In summing up its reasons for the conclusion reached, the 
Commission said: 


The rates it is proposed to cancel have been long in force and 
were voluntarily established by the carriers; and however, plaus- 
ible may be the reasoning in support of the proposed cancella- 
tion, from the standpoint of the relationship that should exist 
between the rates from the various groups and districts in the 
Inner Crescent, the respondents are not warranted in creating an 
undue prejudice on the one hand simply to bring about a uni- 
formity of rates on the other hand. The interests of the mines 
which would be directly affected by the proposal are no less to 
be considered than are those of the mines which might be indi- 
rectly benefited. While the rates from eastern Kentucky have 
never borne a definite relationship to those from southern Illi- 
nois, nevertheless the eastern Kentucky mines are entitled to 
rates which are reasonably adjusted with respect to those of 
their competitors. 

The question here is essentially similar to that considered 
in Coal from Kentucky, Tennessee, and Virginia, supra (60 I. C. 
C. 116), in which we found that proposed increases in the joint 
rates, among others, from and to the points here involved were 
not justified. In that case we said: 

“Tt is said that under the abnormal conditions of coal short- 
age and car supply prevailing during recent years, the mines 
represented by protestants have, by diligent effort, been able to 
maintain a market for their coal in the northwest, even at points 
to which combination rates apply. But the testimony of several 
witnesses for protestant operators was uniformly to the effect 
that each sucessive increase in the spread between the rates on 
coal from respondent’s groups and from southern Illinois has 
largely added to the difficulty of doing business in northwestern 
territory, and that under normal conditions their coal would be 


a pre from that territory by the application of the proposed 
rates.” 


and that— 

“It seems reasonable to conclude that under normal condi- 
tions of coal and car supply comparatively little coal would 
move all rail from mines in respondent’s or other Crescent groups 
on the basis of the combination rates, in view of the competition 
throughout the northwest with the cbdal from Illinois and other 
less distant mining districts, and with lake-cargo coal.” 

The present record confirms the views there expressed. The 
action respondents here proposed to take would result in greater 
increases than were attempted in that case. Upon this record 
we can not approve the relationship which would be brought 
about between the rates from eastern Kentucky and southern 
Illinois. Furthermore, every route over which coal moves to the 
Northwest serves the needs of that territory, and it is clear that 
no present source of supply or route should be closed except for 
sufficient reasons. 

We have in mind our findings in Cedar Rapids Gas Co. vs. 
Director-General, supra (62 I. C. C. 686), and United Light & 
Railways Co. vs. Director-General, supra (69 I. C. C. 414), that 
there is a maladjustment in the relationships between the joint 
rates maintained from eastern Kentucky mines to a relatively 
few destinations, including those here involved, and the combi- 
nation basis maintained to other points. However, we are neces- 
sarily limited to a consideration of the specific proposal em- 
bodied in the schedules before us, and the scope of this proceed- 
ing does not admit of a determination as to the propriety of the 
present relationships as between points of destination or as to 
what would be a proper adjustment of rates from the eastern 
Kentucky mines in their relation to those from other Crescent 


and southern Illinois mines. Our findings herein must be under- 
stood accordingly. 


RAILROADS PAY LOANS 


The Trafic World Washington Bureaw 


The War Finance Corporation has received from the 
Chicago, Rock Island & Pacific Railway Company the sum 
of $2,930,000, which represents repayment in full of the loans, 
aggregating $10,430,000, made by the corporation to the com- 
pany in December, 1918, and January, 1919, and reduced to the 
above amount by several partial payments. 


Under its war powers, the corporation advanced to steam 
railroads, either direct or through the Director General of 
Railroads, the sum of $204,794,520. The repayments to. date 
total $194,794,520, and represent 95 per cent of the amount 
originally advanced. 

The $10,000,000 still outstanding represents the extension 
of a portion of an advance of $12,497,940 made to the Erie 


. 
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Railroad Company on April 1, 1919, and is covered by a note, 
payable upon demand on or after April 1, 1923, bearing interest 
at 6 per cent per annum and secured by collateral having a 
market value of approximately $15,000,000, or 50 per cent in 
excess of the face of the loan, as follows: 


Erie Railroad Company first consolidated mortgage general 
lien 4 per cent bonds, due January 1, 1996, in the face 
CUMS GE is «ins bs lahig.es athe 0545S Kare 0516 0 3:4 MEME Eg bis GUic sO $19,217,000 

Erie Railroad Company proeies mortgage convertible bonds, 


Series “D,”’ due April 1, 1953, in the face amount of.... 8,372,000 
Erie Railroad Company general mortgage convertible bonds, 
Series “B,”’ due April 1, 1953, in the face amount of.... 440,000 


The agreement with the Erie Railroad Company contains 
provisions under which the corporation may require the com- 
pany to substitute for the present note collateral trust notes 
in marketable form which the corporation may then sell at 
its option. The new notes would be secured by the same 
collateral listed above and would mature in not less than three 
years nor more than ten years from their date, as the War 
Finance Corporation may determine. They would be secured 
also by suitable indenture and provisions for redemption and 
would bear interest at not to exceed 7 per cent per annum. 
In the event the corporation decides to market the notes, the 
agreement provides that the company shall pay all reasonable 
commissions, fees, and expenses of sale so that the notes 
may be disposed of on a basis that will yield 7 per cent net 
to the purchaser or purchasers. ° 


SETTLEMENTS WITH CARRIERS 


The Railroad Administration announced this week the fol- 
lowing final settlements, and has paid out to the several roads 
the following amounts: Atchison, Topeka & Santa Fe, includ- 
ing the Gulf, Colorado & Santa Fe, Pan Handle and Santa Fe, 
Rio Grande, El Paso & Santa Fe, Kansas Southwestern, and 
Grand Canyon, $21,500,000; Ashland Coal & Iron Railway, $65,000; 
St. Joseph Union Depot Company, $7,300; Port St. Joe Dock 
& Terminal Railway, $4,500. In addition the Harlan Transfer 
Company paid the Director-General $20,000, and the Middletown 
& Unionville paid the Director-Genéral $45,000. 

The Commission has certified to the Secretary of the Treas- 
ury that $21,781.91 is payable to the Little Rock, Maumelle & 
Western R. R. Co. of Arkansas, under section 204 of the trans- 
portation act. 

The Commission has certified to the Secretary of the Treas- 
ury that $10,747.18 is payable to the Glenmora & Western Rail- 
way Company under section 204 of the transportation act. 

A board of referees, composed of Daniel W. Knowlton, 
George M. Curtis and Charles V. Burnside, appointed by the 
Commission, has submitted reports on claims for just compen- 
sation filed against the Director-General by the Virginia South- 
ern Railroad Company and the Marion & Rye Valley Railway 
Company. 

In the case of the Virginia Southern the Director-General 
refused to make any payment on account of the “alleged federal 
control of plaintiff’s said railroad.” The plaintiff contended it 
was under federal control from December 28, 1917, to June 29, 
1918. The board sustained this claim. It found that $1,573.61 
was just compensation to the plaintiff on account of the failure 
of the Director-General’ to return the property in substantially 
as good repair and in substantially as complete equipment as it 
was in at the beginning of federal control, and that the total 
amount of unadjusted compensation due the company from 
the Director-General was $5,334.98. The board held that it had 
jurisdiction to hear and report on the plaintiff’s claims on 
account of alleged undermaintenance. * 

With respect to the Marion & Rye Valley Railway Com- 
pany, the board found that the property was under federal 
control from December 28, 1917, to June 29, 1918, and that the 
Director-General should pay $4,697.37 for just compensation on 
account of the failure to return the property in as good con- 
dition as it was at the beginning of federal control, and that 
the total due on account of unadjusted just compensation was 
$14,425.94. 

The Commission has found that $10,388.98 is payable to the 
Wyandotte Southern Railroad Company under section 204 of 
the transportation act. 


HEARING IN LIVE STOCK CASES 


Witnesses for the Chicago Live Stock Exchange were on 
the stand all of October 6, in the hearing before Examiner Sat- 
terfield. Each witness testified, as on October 5, to the approxi- 
mate amount of claims due his company. The claims made were 
as follows: . 

H. C. Walter, office manager, Walter Brothers and Clark 
Ambrecht & Co., due Walter Brothers, $637; due Clark Ambrecht 
& Co., $173. 

S. M. Kuit, president, Stockmen’s Live Stock Commission 
Company, $83.25. 

F. L. Trout, office manager, Trout Live Stock Commission 
Company, $1,171. 


The hearing was this week. Postponed until November 6. 





Octo 


Ass 
has 
grea 


the 


. ewe OOoerBi2eerr.—ir7"!| ee Ff ere 


2a@oo@ 


4 
oe 


1- 
ls 
1- 
e, 
id 


‘k 
or 
mn 


§- 
iS- 


S- 
il- 


n, 
he 
n- 
h- 
ay 


ral 
ral 

it 
29, 


ire 
lly 


tal 
om 
ad 


ym- 
ral 
the 


on- 
hat 
vas 


the 
of 


on 
Sat- 
oxi- 
rere 


lark 
cht 


sion 


sion 


we 





October 14, 1922 


RECOMMENDS REPARATION AWARD 


Examiners Henry C. Keene and Charles R. Seal in a tenta- 
tive report on No. 12723, Western Meat Co. vs. Director-General, 
as agent, embracing also No. 12723, Sub. No. 1, Pacific Coast Steel 


- Co. vs. Same, and No. 13049, E. H. Edwards vs. same, have recom- 


mended an award of reparation on a holding that rates on 
freight, regardless of classification, carload, with certain excep- 
tions provided by tariff, and the rate on petroleum fuel oil, car- 
load, between San Francisco and South San Francisco, Cal., 
were unreasonable during the period of federal control, to the 
extent that they exceeded 32 cents per ton, minimum charge 
$8 per car prior to June 25, 1918, and 40 cents per ton, minimum 
charge $10 per car, on and after that date. 

The examiners said that the complaint, as amended, alleged 
that rates for the local transportation of carload freight between 


complainants plants at South San Francisco and points in San . 


Francisco, during federal control were unreasonable, and in vio- 
lation of the long-and-short-haul rule, and that the application of 
a minimum charge per car of $15 was illegal. 


RATES ON WOOL IN THE GREASE 


In a tentative report on No. 13540, Boston Wool Trade 
Association vs. Boston & Albany et al., Examiner Myron Witters 
has proposed that the Commission find rates on wool in the 
grease, in sacks, in carloads, from points in Iowa and Missouri 
to Boston, Mass., to be not unreasonable or otherwise unlawful, 
but that the rate structure is unnecessarily complex and that 
the carriers should publish rates in a simpler form. 

The rates in issue were attacked as unjust, unreasonable, 
unduly preferential and unduly prejudicial to the extent that 
they exceeded and exceed the present proportional rates up to 
the west bank of the Mississippi river plus the fourth class rate 
of 81 cents beyond. 


“The principal cause of complaint appears to be the manner 
of publishing the rates from Iowa and Missouri,” the examiner 
said. “There are proportional class rates from points in Iowa 
and Missouri to the west bank of the Mississippi River and 
proportional commodity rates from the east bank of the Miasis- 
sippi river to Boston. The local fourth class rates from a west 
bank of the Mississippi river point to an east bank Mississippi 
river point must be used in making up the combination rate. 
Other combinations, however, are possible and frequently make 
lower rates, namely, the local fourth class rates from points in 
Iowa and Missouri to the east bank of the Mississippi River and 
the proportional commodity rate beyond or the proportional 
fourth class rate from points in Iowa and Missouri to the west 
bank of the Mississippi river and the third class rate beyond. 
The class rates from the Mississippi river to Boston apply from 
both the east and west banks. It is necessary in every instance 
to test the three possible combinations to ascertain the applic- 
able rate. This adjustment results in much confusion and tends 
to increase claims for undercharges and overcharges.” 

In conclusion, the examiner said: 


The Commission should find that while the three possible com- 
binations of rates from points in Iowa make it difficult to ascertain 
the correct rate, the rates themselves have not been shown to have 
been unreasonable or otherwise unlawful. The Commission should 
direct the defendants to publish proportional commodity rates on wool 
in the grease, in sacks, in carloads, from producing points in Iowa 
to east bank points on the Mississippi River which may be used in 
connection with the proportional commodity rates from east bank 
points to Boston or in lieu thereof to establish joint through rates. The 
through rates established should be made somewhat lower than the 
Present combinations in which local rates are factors. The record 
does not afford a basis for mixing such rates for the future. If it 
is desired that the Commission should pass upon the measure of 
such rates, this proceeding should be reopened for further hearing. 


SPOTTING SERVICE 


Examiner Myron Witters in a tentative report on No. 13531, 
What Cheer Beef Company vs. New York, New Haven & Hart- 
ford, has proposed that the Commission hold that the defen- 
dant’s refusal to furnish complainant spotting service on its 
beef track at a point opposite defendant’s freight house where 
complainant proposed to erect a building was not and for the 
future will not be unduly prejudical or otherwise unlawful. 

The complainant is engaged in the wholesale meat and 
Provision business at Providence, R. I. It alleged that the 
refusal of the defendant to furnish spotting service of carload 
freight from a track running parallel and close proximity to 
the site of a building now under construction has subjected, 
and will subject complainant to undue and unreasonable prejudice 
and disadvantage. 

The defendant replied that its refusal was not a violation 
of the interstate commerce act; and: the complainant was now 
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enjoying side-track spotting service equal in all respect to that 

furnished its competitors; that the proposed location of com- 

plainant’s new building was not on a side track but on a switch- 

ing lead; that to give spotting service at this latter point would 

seriously impede the use of this track and hinder the operation 

= defendant’s freight house No. 2 opposite the proposed loca- 
on. 

The examiner said the complainant made inquiries before 
negotiating the lease regarding spotting service and received 
verbal message from some official of defendant that it would be 
all right to go ahead. The company completed its plans and 
started work on the new building before it was definitely 
informed by the defendant that spotting service would not be 
furnished. The examiner upheld the contentions of - the 
defendant. 


WHEAT RATES REASONABLE 


On a finding that rates charged for transportation of wheat 
from Saginaw and other Michigan points to Statesville, N. C., 
since June 24, 1918, were applicable and not shown to have been 
unjust, unreasonable or otherwise unlawful, Examiner E. L. 
Gaddess has recommended dismissal of the complaint in No. 13411, 
Saginaw Milling Company et al. vs. Director General, as agent, 
Pere Marquette et al. The examiner said the gravamen of the 
complaint was an attack on the lawfulness of the double advance 
under G. O. No. 28 in each of the two factors of the applicable 
combination rates on grain and grain products, to wit, the 
increase in the rate from points in C. F. A. territory to Vir- 
ginia cities, plus the increase in the rate from Virginia cities 
to destination. He said the same question had been before 
the Commission many times and that it had uniformly held that 
in the absence of testimony to show that the aggregate charge 
was unreasonable, the double increase made under, or a lack 
of compliance with, G. O. No. 28, would of itself afford no basis 
for a finding of unreasonableness. He said the complainants 
introduced no evidence tending to sustain the issue that the 
rates attacked were unreasonable or otherwise in violation of 
the law. 


DEMURRAGE HELD REASONABLE 


Dismissal of the complaint in No. 13132, Brennan Packing 
Company vs. Director-General, as agent, and Chicago Junction 
Railway, has been recommended by Examiner John B. Keeler on 
a holding that demurrage charges assessed on nine cars held on 
complainant’s side track on account of embargoes were not un- 
reasonable or otherwise unlawful. The examiner said the cars 
were ordered by the complainant and that there was no obliga- 
tion on the carrier to remove them unless instructed to do so by 
the complainant. No such instructions were given, he said, and 
while the cars were held on complainant’s order they were sub- 
ject to demurrage. The cars were ordered from the Chicago 
Junction on December 30, 1918, and were placed for loading— 
one on December 31, one on January 2, six on January 3, and 
one on January 9. The cars were wanted for the transportation 
of cured meats, for export, through the port of New York, but 
when ordeing them complainant did not specify the destination, 
the examiner said. On January 3 complainant was notified by 
the Chicago Junction of an embargo against shipments to New 
York. All the cars went forward by January 13, 


RATES ON DRAIN TILE 


Assistant Chief Examiner Ulysses Butler, in a tentative re- 
(port on No. 12801, Mason City Brick & Tile Company et al. vs. 
Director-General, as agent, has recommended dismissal of the 
complaint on a finding that rates on drain tile from Mason City, 
Ta., to destinations in Minnesota, Wisconsin, North Dakota and 
South Dakota, were subject to a flat increase of 2 cents per 100 
pounds during certain periods and an increase of 25 per cent 
during other periods between the dates of June 25, 1918, and 
February 29, 1920. i 

Mr. Butler also found that so-called double increases during 
certain periods and single increases during other periods be- 
tween the dates of June 25, 1918, and February 29, 1920, were 
legally applicable to combination rates on drain tile from Mason 
City to points on the Great Northern, Northern Pacific and Min- 
neapolis, St Paul & Sault Ste. Marie railways. 

He also recommended that the Commission hold that local or 
single-line rates subject to the percentage increases and combi- 
nation rates subject to double increases charged on drain tile 
from Mason City to various points were not unreasonable, un- 
justly discriminatory or unduly prejudicial. 

The complainants, engaged in manufacturing drain tile at 
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Mason City, sought reparation on their allegations that the rates 
in issue were unjust, unreasonable, unjustly discriminatory and 
unduly prejudicial. 


OVERCHARGESS ON SHIPMENTS 


Examiner J. F. Eshelman in a tentative report on No. 13404, 
Walter Wallingford Coal Company vs. Director-General, as 
agent, has recommended that the Commission enter an order re- 
quiring the defendant to make proper refund because of demur- 
rage improperly assessed on 36 cars of coal at Seaboard, N. J., 
during May and June, 1919. The shipments were rejected by the 
consignee and the defendant sold the coal, having notified com- 
plainant that unless disposal orders were received by certain 
dates the coal would be sold. The examiner said the complainant 
did not question the propriety of the demurrage charges up to 
the dates on which the defendant said it would sell or proceed to 
sell the coal but contended that after those dates the cars ceased 
to be held for any purpose of the consignor within the meaning 
of rule 1 of the demurrage rules and were held awaiting sales 
that the defendant might realize its charges therefrom. The 
complainant asked for a refund of the charges assessed on 28 
cars after June 14, 1919, and on 8 cars after June 21, 1919. The 
examiner sustained the position taken by complainant, holding 
that demurrage was improperly assessed after those dates and 
that refund should be made. 


DENIAL. OF REPARATION 


Holding that two carloads of printing paper floated to Pier 
68, New York, N. Y., April 30, 1918, actual notice of the arrival 
of which was hald by complainant on that day, were storable at 
complainant’s risk and expense after 6 p. m., May 2, 1918, if 
not sooner removed, Examiner J. Edgar Smith, in a tentative 
report on No. 13722, West Virginia Pulp & Paper Company vs. 
Director-General, as agent, has recommended dismissal of the 
complaint which asked damages because certain unremoved por- 
tions of the carloads were sent to storage during the afternoon 
of May 3, 1918. Written notice was given the complainant that 
the property would be stored, in accordance with the storage 
tariff, after 6 p. m., May 2, 1918, if not previously removed. The 
examiner said that notwithstanding the warning, complainant’s 
witnesses testified that it was their understanding and construc- 
tion of the tariff that free time would not expire until 6 p. m., 
May 3, 1918. The examiner said that as a matter of fact com- 
plainant’s trucks received as much of the freight as they could 
handle May 2 and until 2:30 p. m., May 3. 


RATES TO AND FROM MICHIGAN 


Class rates and commodity rates bearing a direct relation 
thereto, between points in the lower peninsula of Michigan north 
of the main line of the Michigan Central from Detroit, Mich., 
to Chicago, Ill., and points in Central Freight Association ter- 
ritory are not unreasonable, unjustly discriminatory or unduly 
prejudicial, according to a tentative report by Examiner Paul O. 
Carter in No. 13313, Michigan Traffic League vs. Ann Arbor et al. 

The complaint was brought by the Michigan Traffic League 
on behalf of its members and in addition the Michigan State 
Farm Bureau, the Michigan Hardwood Manufacturers’ Associa- 
tion, the Michigan State Millers’ Association, the Michigan Bean 
Jobbers’ Association, the Michigan Hay and Grain Association, 
the Michigan State Grange, the Michigan Canners’ Association, 
the Furniture Manufacturers’ Association of Grand Rapids, and 
the commercial organizations of the principal cities and towns 
of the lower peninsula. 

It was alleged that class rates and all commodity rates which 
were directly or indirectly related to class rates to and from 
all points in the lower peninsula of Michigan north of the main 
line of the Michigan Central from Detroit to Chicago from and 
to all points in C. F. A. territory were unjust, unreasonable, 
unjustly discriminatory, and unduly prejudicial, and preferential 
to competing points in C. F. A. territory, in violation of the 
interstate: commerce act. A joint hearing with the Michigan 
Public Utilities Commission was held. 

The examiner said that in the C. F. A. Class Scale case, 45 
I: C. C. 254, decided June 29, 1917, referred to as the C. F. A. 
case, the Commission prescribed a new scale of class rates to 
be applied in C. F. A. territory, and authorized the division of 
the lower peninsula of Michigan into rate zones and the publica- 
tion in the various zones north of the main line of the Michigan 
Central from Detroit to Chicago of rates higher than those ap- 
plicable in the remainder of C. F. A. territory. In that portion 
of Michigan south of the main line of the Michigan Central, des- 
ignated as zone A, the basic C. F. A. class scale was made ap- 
plicable. . 

“The original proposal of the carriers in the above mentioned 
case was to create two zones to be known as B and C, in addi- 
tion to zone A,” the examiner said. “Modification informally 
approved by the Commission, according to testimony in the pres- 
ent case, provided for four zones, A, B, € and D, instead of the 


three as originally proposed. In the publication of the tariffs 
the lower peninsula was divided into four zones.” 

The examiner said that shortly after the interstate zones 
were established the Michigan Railroad Commission authorized 
pe Civigion of the lower peninsula into two intrastate zones, 

an ; 

“Complainant seeks primarily the abolishment of the zones 
in Michigan, and the application of the C. F. A. basic scale to 
the entire lower peninsula,’ the examiner said. “It also con. 
tends that, due to the failure of the carriers to establish suff. 
cient basing points in zones C and D and to figure mileages via 
the shortest workable routes, rates from and to Michigan are 
on a much higher basis than they would have been if the de. 
cision in the C. F. A. case had been strictly followed.” 

After discussing the peculiarities of traffic conditions in 
Michigan, the examiner said comparison of rates in the higher 
rated zones with scales fixed by the Commission in other sec. 
tions of the country showed that the Michigan scales compared 
favorably with those scales. He said defendants testified that 
thousands of rates had been reduced since August 26, 1920, and 
that since the hearing in the case general reductions under 
Reduced Rates, 1922, had become effective. Federal and state 
taxes have increased, and truck competition has become a seri- 
ous menace to the railroads on short-haul business in Michigan, 
he said. The history of the interstate rates of Michigan shows 
that they have always been on a higher level than the rates in 
C. F. A. territory, the examiner said; and defendants’ witnesses 
testified that by reason of the decision in the C. F. A. case, the 
spread between the level of rates in Michigan and C. F. A. ter- 
ritory was decreased. 

“In spite of the higher basis of rates between Michigan 
points and C. F. A. territory due to the zoning of Michigan.” 
the examiner said, “the development of the lower peninsula in 
agriculture and manufacturing has been remarkable, according 
to the testimony of complainants’ own witnesses. Generally, 
shippers in Michigan have been able to market their products 
without serious difficulty and have enjoyed prosperity in about 
the same degree as shippers in other states. Although it may 
be true that some individual shippers have been injured by 
competition from C. F. A. territory, the evidence is not con- 
clusive that the failure to meet competition was due to the 
Michigan rate situation. 

“The evidence is clear that the Michigan railroads are 
in poor financial condition and that the traffic and transportation 
in the lower peninsula justify different rate treatment than the 
remainder of Central Freight Association territory. No better 
division of Michigan than that now in existence has been sug: 
gested and it should be continued.” 

The examiner said attention was directed to numerous 
inflations in the mileages published by the carriers to and from 
Michigan points. These so-called inflations, the examiner said, 
occur on interstate traffic, principally to and from points in zones 
C and D, and are due, according to complainants’ testimony, to 
the failure to establish sufficient basing points and to the 
computation of mileages via extremely indirect routes in order 
to obtain longer hauls. He said the defendants admitted that 
errors in selection of basing points had been made and expressed 
their willingness to correct such errors when called to their 
attention. They testified that the majority of the inflations cited 
by complainants occurred at points between which very little, 
if any, traffic moved. 

“It is clear,” the examiner concluded, “that there are points 
in zones C and D which should be named as basing points and 
and also that some mileages have been computed via extremely 
circuitous routes. To require the defendants to make a com- 
plete recheck of the mileages would result in burdensome, 
expensive and in many instances unnecessary work. The 
carriers should correct, however, by the addition of basing 
points and by the computation of mileages via reasonably 
direct routes, such instances of inflatations as are brought to 
their attention, when there is a substantial movement of traffic 
under the rates which are inflated. If they refuse to do 80 
formal complaints should be made to the Commission to deter- 
mine the matter. 


“The Commission should find that the class rates com: 
modity rates bearing a direct relation thereto, between points 
in the lower peninsula of Michigan north of the main line of the 
Michigan Central Railroad from Detroit, Mich., to Chicago, Ill. 
and points in Central Freight Association territory, are not 
unreasonable, unjustly discriminatory or unduly prejudicial. 
The complaint should be dismissed.” 


RATES ON WINDOW FRAMES 


Examiner Charles R. Seal, in a tentative report on No. 13095, 
Anderson Lumber Company vs. Northern Pacific et al., has pro 
posed that the Commission find that rates on window and door 
frames, knocked down, with or without pulleys, in carloads, from 
South Stillwater, Minn., to points in Trunk Line, Central, West: 
ern Trunk Line, Southeastern and Southwestern territories, weré 
and are not unreasonable but unjustly discriminatory and unduly 
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prejudicial to the extent that they have exceeded and exceed 
the contemporaneous lumber rates from South Stillwater to the 
same points. He recommended that reparation be denied. 

He further recommended that the Commission hold that the 
granting of transit at points in Oregon, Washington, Idaho and 
Montana, under which knocked-down window and door frames 
manufactured from lumber originating in the northwest may be 
shipped to eastern territories at the rates on lumber from the 
first point of origin to final destination, plus a transit charge, 
while contemporaneously denying similar transit to complainant 
at South Stillwater on lumber originating in the northwest, was 
unduly prejudicial to complainant and unduly preferential of 
mills at which transit is accorded. 


RATES ON PACKING HOUSE PRODUCTS 


Examiner John A. McQuillan, in a tentative report on No. 
12544, Swift & Company vs. Director-General, as agent, Erie et 
al., has proposed that the Commission award reparation on a 
finding that rates on packing-house products from Hoboken, 
N. J., to piers of the West Shore Railroad at Weehawken, N. J., 
were unreasonable, and that a claim for reparation on 68 car- 
loads of fresh meat from Manhattan piers, Jersey City, N. J., 
to various points in Jersey City was barred by the statute of 
limitations. 

Charges on 23 carloads of cured meats in packages from 
Hoboken to Weehawken were collected on the basis of the ap- 
plicable combination rate of 18 cents, minimum 30,000 pounds. 
The examiner said these charges should be held unreasonable 
to the extent that they exceeded $22.50 per car and that repara- 
tion should be made to that basis. 

The examiner held that the movement of the 68 shipments 
of fresh meat, which occurred in August and September, 1919, 
from Manhattan piers, was not covered by the original complaint. 
He said the claim asserted by the complainant was distinct from 
that originally set up and amounted to a new demand or cause 


of action. He sustained objection of the Director-General in this 
regard. 


RATES AND PRACTICES ON GILSONITE 


A number of recommendations, meeting in part the requests 
of complainant, have been made by Examiner C. I. Kephart in 
a tentative report on No. 12716, Utah Gilsonite Company vs. 
A. T. & S. F. et al. 

The complainant is engaged in mining and shipping gil- 
sonite, a form of crude asphaltum, at American, Utah. It al- 
leged that the failure of the defendants to establish reasonable 
joint rates from American to destinations in Colorado and states 
east thereof and the operating methods and other practices 
observed by the Uintah Railway Company, the originating line, 
have resulted in rates and in transportation conditions that 
virtually excluded complainant from competing in eastern mar- 
kets on equal terms with interests allied with the Uintah that 
ship from other stations on its line or with shippers at other 
and more distant points, such as Richmond and elsewhere in 
California, in violation of sections 1, 2, 3 and 4 of the interstate 
commerce act. The Commission was asked to prescribe for the 
future just and reasonable joint rates, to require the elimination 
of the alleged unfair practices and to award reparation on all 
shipments made on and after May 7, 1920. 


The Uintah is a narrow-gauge line that extends from Mack, 
Colo., to Watson, Utah, a distance of 63 miles. Mack is a sta- 
tion on the Denver & Rio Grande. From a point on the Uintah, 
called Rainbow Junction, near the 62d mile post, a branch ex- 
tends 4 miles to Rainbow, Utah. The examiner said the line 
was largely a single commodity road, serving gilsonite mines, 
and controlled by the Barber Asphalt Paving Company of Phila- 
delphia, Pa., which also controls the Gilson Asphaltum Company, 
the largest shipper on the line, whose mines are near Rainbow. 

Complainant’s product is hauled by truck about 4 miles 
from the mine to a loading switch at American, which is less 
than a mile north of Rainbow. The only other shipper of gil- 
sonite on the road is the American Asphalt Association, which 
operates a mine near Dragon, Utah, and ships from a station 
known as Country Boy, about 1 mile north of Dragon, Utah, and 
55 miles from Mack. The commodity is transferred from the 
harrow-gauge cars of the Uintah to the Rio Grande standard- 
gauge cars at Mack, at the joint expense of the two carriers. 

As to the establishment of joint rates from points on the 
Uintah to eastern destinations, the examiner said that roads 
of that character were in a class by themselves and that their 
revenue could not be measured by the same scales applied to 
standard roads. He said that even if joint rates were required, 
the Uintah’s share, under the circumstances, could not be ap- 
Preciably less than what might be found in the case to be the 
reasonable local rates. In National Wool Growers’ Assn. vs. 
B. G. R. R. Co., 48 I. C. C. 587, the, examiner said, the Commis- 
sion held the Uintah to be entitled to its full local rate on cot- 
tonseed cake and meal. Hence, he said, the establishment of 
joint rates would mean merely the imposition of additional ac- 
counting on connecting lines with no gainful result. 
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As to insufficiency of cars furnished, the examiner said the 
Uintah conceded that, on account of the heavy movement of gil- 
sonite during 1920, there was a car shortage at certain times. 

After discusing numerous questions raised by the complain- 
ant, the examiner said the Commission should find as follows: 


(1) That on the record the Commission is not justified in order- 
ing the establishment of joint rates on gilsonite from American to 


destinations on connecting lines east of Mack, and the application 
show's be denied. 


That the rate on gilsonite from American to Mack was, is, 
and for the future will be unreasonable to the extent it exceeded or 
exceeds $9.25 per ton; that complainant made the shipments since 
May 6, 1920, as described and paid and bore the charges theron; 
that it has been damaged thereby in the amount of the difference be- 
tween the charges paid and those that would have accrued at the 
rate herein found reasonable and is entitled to reparation, with in- 
cenent, Complainant should comply with rule V of the rules of 
practice. 


(3) That rates on gilsonite, in carloads, from Mack to destina- 
tions in Colorado and states east thereof have not been shown to 
be unreasonable or otherwise unlawful, except to the extent that they 


violate the fourth section, which should be required to be corrected 
by the carriers involved. 

(4) That the Uintah’s practice in the distribution of empty cars 
among gilsonite shippers on its line during August, September and 
October, 1920, was unduly prejudicial to complainant and unduly 
preferential of the Gilson Asphaltum Company. This defendant should 

required to rate all such shippers on basis of mine output, said 
rating to be revised semi-annually and the latest rating to govern 


in te distribution of empty cars at times of car shortage in the 
uture. 


(5) None of the remaining allegations have been sustained by 
complainant, and as to them the complaint should be dismissed. 


INTERCHANGE OF TRAFFIC 


Dismissal of the complaint has been recommended by Ex- 
aminer J. F. Eshelman in a tentative report on No. 13440, Chi- 
cago, Lake Shore & South Bend Railway Company vs. Indiana 
Harbor Belt Railroad Company, on a proposed finding that de- 
fendant’s refusal to agree to the establishment of a proposed 
new interchange connection with the complainant at Calumet, 
Ind., did not constitute a failure to afford, according to its 
powers, all reasonable, proper and equal facilities for the inter- 
change of traffic between their respective lines in violation of 
the third paragraph of section 3 of the act. 

The complainant operates an interurban electric railway be- 
tween Kensington, IIl., and South Bend, Ind., and engages in the 
general transportation of freight. The defendant’s line connects 
with the electric line at Calumet, but the complainant averred 
that the present connection was inadequate for the proper inter- 
change of traffic between them. It alleged discrimination as 
to service and rates, fares and charges. 

The examiner said the proceeding was an outgrowth of 
Chicago, Lake Shore & South Bend Ry. Co. vs. Director-General, 
58 I. C. C. 1385, wherein the complainant sought to obtain for 
application to its traffic interchanged with the defendant at Calu- 
met the regular interchange rates which defendant contempo- 
raneously charged its other connections for such service. The 
defendant then charged and still charges on complainant’s traffic 
the higher rates which apply on traffic to and from industries 
served by it and the Commission found that the additional delay 
and expense incident to the operation at the point of interchange 
with complainant justified the difference in charges. The Com- 
mission dismissed the case without prejudice to the right of 
complainant to bring the matter to its attention if and when the 
operating difficulty should have been removed. 

The examiner said neither the complainant nor the defend- 
ant had presented any proposal for an interchange between them 
which met the requirements specified in the prior opinion, and 
that that fact was evidence that the defendant had not, accord- 
ing to its powers, failed to accord complainant all reasonable, 
proper and equal facilities for the interchange of traffic between 
them as required by the statute. 


RATES ON HORSES AND MULES 


Denial of fourth section relief and of reparation in part, and 
establishment of non-prejudicial rates have been recommended 
by Examiner Fred N. Oliver in a tentative report on No. 12358, 
Texas Live Stock Shippers’ Protective League -et al. vs. Director-. 
General, as agent, Abilene & Southern et al. The report also 
covers No. 13619, Ross Brothers Horse and Mule Co. et al. vs. 
Union Pacific et al.; No. 13627, Burnett-Yount Horse & Mule 
Co. et al. vs. Abilene & Southern et al., and portions of fourth 
section applications Nos. 461, 462, 621, 673 and 678. 

The complaints attacked in Nos. 12358 and 13619 the car- 
load rates on horses and mules between points in southwestern 
and western territories and Fort Worth, Tex., alleging them to 
be unreasonable, unjustly discriminatory, unduly prejudicial and 
in violation of the aggregate of intermediates provision of the 
fourth section. It was also alleged that lower intrastate rates 
within Arkansas, Kansas, Louisiana, Oklahoma, New Mexico, 
Nebraska, Colorado and Arizona, and lower interstate rates be- 
tween those states, were unduly prejudicial to Fort Worth ship- 
pers and preferential of shippers within those states. 

In No. 13627, the complainants attacked the rates between 
points in Texas and points in Louisiana, Arkansas, Oklahoma, 
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Kansas, Missouri, Iowa, Illinois, Nebraska, Wyoming, Colorado, 
New Mexico, Arizona, California, Memphis, Tenn., Vicksburg 
and Natchez, Miss., as being unreasonable, unjustly discrimi- 
natory and unduly prejudicial. Violations of the aggregate of 


intermediates provision and of the long-and-short-haul clause 
also were alleged. 


The examiner said that, although the allegations were sweep- 
ing in their extent, the evidence was confined principally to 
the rates between Fort Worth and points in Louisiana, Arkansas, 
Oklahoma, Missouri, Kansas, Colorado’ and New Mexico. He 
said the complainants apparently abandoned their allegations 


with respect to intrastate rates and that the report would be 
confined to interstate rates. 


The examiner said the carriers recognized the need for a 
revision of the rates in the territory involved, but asked that 
uniform rates be prescribed in the southwest and the adjust- 
ment so made that their revenues would not be depleted. The 
carriers said they could ill afford a reduction at this time. They 
also contended that live stock rates were generally too low and 


that they did not bear their proper share of the transportation 
costs. 


The complainants’ chief contentions were that the class A 
rates to Fort Worth were unreasonable in comparison with 
lower northbound commodity rates; that the distance rates be- 
tween Texas and Oklahoma were too high; that the combination 
basis of rates between Texas and points in Arizona, New Mex- 
ico and other western states was unreasonable; and that the 
adjustment throughout the southwest was prejudicial to Fort 
Worth shippers, and preferential of shippers at other markets. 
They said that for distances under 500 miles the horse and mule 
rates should not exceed the cattle rates of the Shreveport scale 
by more than 15 per cent and that for distances beyond 500 
miles this difference should diminish so that over 800 miles 
they would be equal. They asked that a mileage scale be pre- 
scribed for the future and that reparation be awarded. 

In conclusion, Examiner Oliver said: 


It clearly appears from the evidence here presented that under 
the present adjustment Kansas City, St. Louis, Wichita and Okla- 
homa City each have the advantage over Fort Worth in a certain 
section or sections. The different bases result in undue prejudice to 
the Fort Worth shippers and undue preference of competitors at 
other markets. For instance, to Louisiana and Arkansas points, 
Kansas City and St. Louis have an advantage over Fort Worth in 
the distribution of horses and mules; Wichita, Kansas City and Okla- 
homa City have an advantage over Fort Worth in their inbound rates 
from points in New Mexico, Colorado, Kansas and Oklahoma. The 
evidence does not show that complainants have been damaged by the 
undue prejudice found to exist. 

It is conceded by all interested parties that the same scale of 
rates should apply throughout the southwest, and would be a step 
in the proper direction towards harmonizing the rates and towards 
removing the undue prejudice against shippers at Fort Worth. How- 
ever desirable this may be, the record does not afford a satisfac- 
tory basis to approve a scale for uniform application. Fort Worth 
shippers alone were represented and dealers from other markets 
should not be precluded from presenting their facts. A scale of 
rates based on the class C scale of the Memphis-Southwestern in- 
vestigation, as increased, should be established between Fort Worth 
and points in Louisiana, Arkansas, Oklahoma, eastern New Mexico 
and Kansas, and for distances over 600 miles to and from points in 
western Kansas, Colorado, western New Mexico and Arizona group 
rates should be established in acordance with that scale extended 
at the rate of 7 cents for each additional 100 miles. There are no 
facts of record which would warrant the requirement of joint through 
— from more distant points in Nebraska, Wyoming and other 
states. 

In No. 12358, shipments made by the numerous horse and mule 
dealers were consigned to commission merchants at Fort Worth. The 
commission firms paid the charges in the first instance, deducted the 
same from the selling price and remitted the remainder to the ship- 

er. Consignors are therefore entitled to any reparation that may 
e awarded. 

The Commission should find that the rates on horses and mules, 
in carloads, between points in Texas and points in southwestern and 
western territories are not shown to have been or to be unreasonable 
except as hereinafter indicated. but that the rates between Fort 
Worth, Tex., and points in Louisiana, Arkansas, Oklahoma, Kansas, 
New Mexico and Colorado were, are, and for the future will be, 
unduly prejudicial to Ft. Worth dealers and unduly preferential of 
competitors at Wichita, Kan., Kansas City, Mo., and Oklahoma City, 
Okla., to the extent that they substantially exceeded or exceed on 
a distance basis the rates contemporaneously maintained on like 
traffic between said latter points and points in the states above men- 
tioned. The Commission should find that the undue prejudice and 
preference shown to exist can and should be removed by establish- 
ing to and from Ft. Worth, the rates shown in the appendix. Repara- 
tion as the result of undue prejudice should be denied. 

The Commission should further find that all such through rates 
are unlawful and were, are and for the future will be, unreasonable 
to the extent they exceeded, exceed, or may exceed the aggregate 
of intermediate rates subject to the interstate commerce act con- 
temporaneously in effect. The Commission should further find that 
complainants in No. 12358 made shipments as described and bore 
the charges therein, which charges were paid by the Commission mer- 
chants, consignees, in their representative capacity; that complainants 
in No. 12358 and those in 13619 and 13627, who made shipments and 
paid and bore the charges thereon, have been damaged in the amount 
of the difference between the charges paid and those which would 
have accrued on the basis of rates herein found reasonable, and that 
they are entitled to reparation, with interest. 


The per car rate of $244 from Kansas City and Wichita applies 
a many intermediate Kansas points where the class A rate 
ss 


in effect, thus creating numerous violations of the long-and- 
short-haul clause of the fourth section. These departures are not 
protected by applications on file or otherwise lawful and are viola- 
tions of law which the defendants will be expected to eliminate. 
here were also assigned for hearing in connection with No. 
13627, such portions of Fourth Section applications Nos. 461, 462, 621, 
673 and 678, by which the carriers ask for authority to continue 
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to charge for the transportation of live stock, in carloads, between 
points in Texas and points in Louisiana, Arkansas, Oklahoma, Kan- 
sas, Missouri, Nebraska, Colorado, and Kentucky, rates which are 
in contravention of the provisions of the Fourth Section. No evi- 
dence was presented in justification. The carriers state that no 
further relief is desired and that the proposed rates will rectify the 
Fok bona Fourth Section relief to the extent here involved should 
e denied. 


APPENDIX 


Maximum scale for single-line application. Rates are in cents 
a> pounds, and do not include the 10 per cent reduction of July 





TIGR BOO. TOOK. woo cckccses 12 145 miles and over 140........ 38 
10 miles and over 5.......... 12 150 miles and over 145........ 39 
15 miles and over 10......... 13.5 160 miles and over 150........ 40.5 
20 miles and over 15......... 15.5 170 miles and over 160........ 41 
25 miles and over 20......... 17 180 miles and over 170........ 43 
30 miles and over 25......... 19 190 miles and over 180........ 44 
35 miles and over 30......... 19 200 miles and over 190........ 46 
40 miles and over 35......... 19.5 210 miles and over 200........ 47.5 
45 miles and over 40......... 20.5 220 miles and over 210........ 48 
50 miles and over 45......... 21 230 miles and over 220........ 49.5 
55 miles and over 50......... 22.5 240 miles and over 230........ 50.5 
60 miles and over 55......... 23 250 miles and over 240........ 51.5 
65 miles and over 60......... 23.5 260 miles and over 250........ 52.5 
70 miles and over 65......... 24.5 280 miles and over 260........ 54.5 
75 miles and over 70......... 26.5 300 miles and over 280........ 56.5 
80 miles and over 75......... 27 320 miles and over 300 
85 miles and over 80......... 27.5 340 miles and over 320 
90 miles and over 85......... 29 3€0 miles and over 34 
95 miles and over 90......... 29.5 380 miles and over 36 
100 miles and over 95......... 0.5 400 miles and over 380 
105 miles and over 100........ 31 425 miles and over 400 5 
110 miles and over 105........ 32.5 450 miles and over 425 5 
115 miles and over 110........ 33 475 miles:and over 450 
120 miles and over 115........ 34 500 miles and over 475 
125 miles and over 120........ 34.5 525 miles and over 500 5 
130 miles and. over 125........ 36 550 miles and over 525.... 6.5 
135 miles and over 130........ 36.5 575 miles and over 550 5 
140 miles and over 135........ 37 600 miles and over 575 5 


Joint line rates should represent differences over the single line 
scale of 4 cents for distances up to 500 miles; over 5C0 miles, the rates 
for single and joint-line hauls should be the same. 





UNREASONABLE COAL RATES 


Examiner John A. McQuillan in a tentative report on No. 
13781, Central Iron & Coal Company vs. Director General, as 
agent, Mobile & Ohio, has proposed an award of reparation, 
holding that charges collected on coal from Liberty Mine, Ala., 
to Kellerman, Ala., during federal control, were unreasonable. 
Charges were collected at a rate of 80 cents per net ton. The 
examiner said that rate was unreasonable to the extent that 


it exceeded 60 cents, and that reparation should be made to that 
basis. 


REPARATION ON FLUOR SPAR 


Examiner E. L. Gaddess has recommended an award of 
reparation in No. 13579, Thomas R. Heyward, Jr., trading as 
Thomas R. Heyward Company vs. Director General, as agent, 
on a finding that rates charged on 20 carloads of fluor spar 
from Salvisa, Ky., to Watertown, Mass., South Bethlehem and 
Reading, Pa., Sparrows Point, Md., and Rahway, N. J., were 
unreasonable and unduly prejudicial. The examiner said the 
Commission should find that the charges assailed were unreason- 
able and unduly prejudicial to the extent that they exceeded 
the charges that would have accrued at a rate of 3 cents per 
100 pounds over the rates contemporaneously in effect from 
Danville and Junction City, Ky. 


REASONABLE ANTHRACITE RATES 


Dismissal of the complaint in No. 13613, Elem Coal Com- 
pany vs. Lehigh Valley et al., has been proposed by Examiner 
J. Edgar Smith on a holding that rates on anthracite coal 
from mines in Pennsylvania to Claremont Park, Borough of 
Bronx, New York, N. Y., are not unreasonable. The com- 
plainant alleged that the following rates were unjust and 
unreasonable: $4.06 for prepared sizes, $3.92 for pea coal, 
and $3.64 for smaller sizes. The examiner based his recom- 
mendation on a conclusion that as compared with the rates to 
Jersey City, N. J., the rates under attack were reasonable. 


RATES ON CONTRACTORS’ OUTFITS 


A recommendation that the Commission should find that 
the class A rates assessed between San Francisco and points 
taking the San Francisco rates and Hassayampa, Ariz., on con- 
tractors’ and graders’ outfits were, are and for the future will 
be unreasonable to the extent that they exceeded, exceed or 
may exceed the class A rates between San Francisco and Fowler, 
Ariz., plus 50 per cent of the interstate class A rate between 
Fowler and Hassayampa, and that reparation should be awarded 
on the basis of the rates found reasonable, has been made by 
Examiner F. W. McM. Woodrow in a tentative report on No. 
13342, Gila Water Company, Inc., vs. Arizona Eastern et al. 


REPARATION ON CONDENSED MILK 
An award of reparation has been proposed by Examiner 
F. W. McM. Woodrow in a tentative report on No. 13141, Larimer 
County Codéperative Milk Condensery Company vs. Director 
General, as agent on a finding that the applicable rate of 
$1,29 per 100 pounds on condensed or evaporated milk from 
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October 14, 1922 


Loveland and Denver, Colo., to New York, N. Y., between 
February 24, 1919, and January 5, 1920, was unreasonable to the 
extent that it exceeded a rate of $1.14. A rate of $1.14 was 
effective on canned fruits and vegetables at the time the ship- 
ments moved, and the complainant sought reparation to that 
basis, but the examiner said the question at issue was the 
reasonableness per se of the condensed milk rate. He found, 
however, that a rate of $1.14 was reasonable. A rate of 
$1.365 was collected on some of the shipments and the exam- 
iner said the overcharge of 7144 cents had not been refunded. 


RATES ON PHOSPHATE ROCK 
Examiner John A. McQuillan has recommended reparation 


‘in No. 13391, Meridian Fertilizer Factory vs. Mobile & Ohio et 


al, on a finding that the applicable joint commodity rate of 
$6.70 per net ton on 51 carloads of crushed phosphate rock from 
Mobile, Ala., to Shreveport, La., shipped in September, 1920, 
was unreasonable to the extent that it exceeded $4.94. The 
complainant sought reparation to the basis of the rate of $4.94. 
When the shipments moved there were in effect joint rates of 
$4.935 over the routes of the Mississippi Central to Natchez 
and the Louisiana & Alabama beyond; and the Mobile & Ohio to 
Meridian, the Alabama & Vicksburg to Vicksburg and the Vicks- 
burg, Shreveport & Pacific beyond. This rate became $4.94 on 
December 10, 1920. The shipments in question moved over the 


L. & N. to New Orleans and the line of the Louisiana Railway - 


& Navigation Company beyond. 


RATES ON PIPE AND OIL WELL SUPPLIES 


Dismissal of the complaint in No. 13784, Crawford & Sebas- 
tian vs. C. R. I. & P. et al., has been recommended by Examiner 
Fred N. Oliver on a holding that rates on pipe from Gahagan, 
South Mansfield and Harmon, La., and on oil well supplies from 
Gahagan and Mansfield, La., to El Dorado, Ark., were not un- 
reasonable. 


REPARATION ON REFUSE SYRUP 


An award of reparation has been recommended by Examiner 
Howard Hosmer, in a report on No. 13808, Holly Sugar Corpora- 
tion vs. Director-General as agent, on a holding that rates of 55.5 
cents on refuse syrup in tank-car loads from Delta, Utah, and of 
80 cents on similar shipments from Layton and Springville, Utah, 
to LaBolsa, Calif., were unreasonable to the extent that they 
exceeded subsequently established rates of 39 cents from Delta 
and 41.5 cents from Springville and Layton, subject to a mini- 
mum weight of full gallonage capacity of tank car, based on an 
estimated weight of 11.7 pounds per gallon. 


REPARATION ON SCRAP TIN CANS 

Examiner John A. McQuillan has proposed an award of rep- 
aration in No. 13610, Henry Knight & Sons, Inc., vs. Director- 
General, as agent, Southern, on a finding that a fifth class rate 
of 66 cents applied on shipments of scrap tin cans from Cham- 
blee, Ga., to Sewaren, N. J., shipped in January, 1918, was un- 
reasonable to the extent that it exceeded a rate of 38 cents. 
The cans were crushed flat and were loaded into the cars in 
bales. The examiner said there was no rate or rating specific- 
ally applicable on scrap tin cans from the territory involved. 
He said the Commission should direct the defendants to amend 


classification and commodity rate items so as to more definitely 
describe the traffic. 


RATES ON CRUDE LUMP TALC 

Examiner J. Edgar Smith, in a tentative report on No. 
13642, International Pulp Company vs. Director General, as 
agent, has recommended that the Commission find that a rate of 
40 cents per gross ton on crude lump tale from Taleville, N. Y., 
to Hailesboro, N. Y., during the period June 25, 1918, to July 12, 
1919, inclusive, was not unjust or unreasonable, but that a 
charge of $15 per car on the same commodity from York Siding, 
N. Y., to Hailesboro, N. Y., during the same period, was unjust 
and unreasonable to the extent that it exceeded 1.5 cents per 
100 pounds, and that reparation should be made to that basis. 


REPARATION ON FUEL OIL SHIPMENTS 


An award of reparation has been proposed by Examiner J. 
Edgar Smith in a tentative report on No. 13607, Central Refin- 
ing Company vs. Director General, as agent, on a finding that 
rates on fuel oil from Lawrenceville, Ill., to Depew, N. Y., of 
27 cents per 100 pounds, in effect from July 2, 1918, to August 
9, 1918, inclusive, and of 26 cents per 100 pounds, in effect from 
August 10, 1918, to October 2, 1918, inclusive, were unreasonable 
to the extent that they exceeded rates of 25.5 cents and of 25 
cents for those periods, respectively. 


UNREASONABLE SWITCHING CHARGES 
In a tentative report on No. 13507, Colorado Fuel & Iron 
Company vs. Director General, as agent, and also covering No. 
13542, Same vs. Same, Examiner F. W. McM. Woodrow has 
Proposed an award of reparation on a finding that switching 
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charges assessed on carloads of brick and sand within the 
switching district of Pueblo, Colo., during federal control, were 
unreasonable to the extent that they exceeded $6.50 per car. 
The applicable rates were collected, based on a charge of 
$5 per car, plus 2 cents per 100.pounds on brick and plus 1 cent 
per 100 pounds on sand. The average charges were $23.89 and 
$15.17 per car, respectively. On November 20, 1918, the switch- 


ing rates on brick and sand were voluntarily reduced to $6.50 
per car. * 


REPARATION ON BEANS 


An award of reparation has been proposed by Examiner 
Howard Hosmer in a tentative report on No. 13770, L. W. Roper 
vs. Director General, as agent, on a finding that the applicable 
fifth-class rate of 79 cents charged on a carload of beans from 
Grenville, N. Mex., to St. Louis, Mo., shipped October 15, 1919, 
was unreasonable to the extent that it exceeded 50 cents per 
100 pounds. At the time the shipments moved there was in 
effect a commodity rate of 50 cents on beans from “Colorado 
and Wyoming points (as designated in Item No. 20),” published 
in Boyd’s I. C. C. A-758, to St. Louis and other Mississippi 
river points. The examiner said the item to which reference 
was made named Colorado common points, including Grenville 
and other points in New Mexico on the Colorado & Southern. 
He said it was apparently the intention that the 50-cent rate 
should apply from all Colorado common point territory, which 
includes points from Cheyenne, Wyo., to Clayton, N. Mex., but 
the words “New Mexico” were ommited from the designation of 
origin territory, but subsequently added. 


PETROLEUM RATES SUSPENDED 


The Trafic World Washington Bureau 


On protest of the Shreveport Chamber of Commerce, the 
Commission, in I. and S. 1661, has suspended, from October 8 
to February 5, operaticn of schedules in supplements 18, 19, 
22 and 23 to F. A. Leland’s I. C. C. 1510, proposing to establish 
reduced proportional rates from Beaumont-Port Arthur-Houston 
groups, applicable on petroleum and its products (except crude 
and fuel oil), of 14 cents per 100 pounds, carloads, and on crude 
and fuel oil 12% cents per 100 pounds, carloads, to New Orleans, 
La., when final destination is in states other than Alabama, 
Florida, Georgia, Missisippi, North Carolina and South Carolina; 
also to establish joint rates from the same groups to points in 
Western Trunk Line and Central Freight Association territories. 

The Commission has suspended, from October 10 to Feb- 
ruary 7, in I. and S. 1663, schedules in supplement 51 to B. T. 
Jones’s tariff I. C. C. 1107, supplement 13 to his I. C. C. 1175, 
and supplements 14 and 16 to his I. C. C. 1210, which propose 
either to cancel or increase proportional rates on petroleum and 
petroleum products between Chicago and Mississippi and Ohio 
River crossings on the one hand and points in Central Freight 


Association, Trunk Line and New England Freight Association 
territories on the other. 


GRAIN TARIFFS CANCELLED 


The Trafic World Washington Bureau 


The Commission, in a report on I. and S. 1585, non-sur- 
render of inbound billing in connection with proportional rates 
on grain between the Twin Cities and Lake Superior ports, has 
found not justified waiver of surrender of inbound freight bill 
as a condition precedent to the’application of the proportional 
rate from Minneapolis, St. Paul and Minnesota Transfer on 
grain originating beyond the Minnesota and -Wisconsin lake 
ports, and the requirement only of a certificate that the grain is 
to be forwarded by boat. The suspended schedules were ordered 
canceled on or before November 15 and the proceeding was 
discontinued. 


FABRICATION IN TRANSIT 


Hearing in Docket No. 12396, Chicago Bridge and Iron Works 
vs. Erie R. R., Director-General, et al., was held in Chicago, Octo- 
ber 13, before Examiner Carter. Walter E, McCornack repre- 
sented the complainants, Marion B. Pierce the Erie railroad, R. 
T. McKenna the Director-General. 

Steven A. Porter, traffic manager for the Chicago Bridge and 
Iron Works, was the only witness. He said that fabrication was 
allowed at Greenville, Pa., on Pittsburgh steel and that Green- 
ville paid either the Pittsburgh or Greenville rate, whichever 
was higher, because the latter was farther west than Pittsburgh. 
He testified that fabrication, east of Greenville—at Meadville, for 
example—paid the Pittsburgh rate, though the haul was identi- 
cally over the same rails as through Greenville. The question 
was whether reparation should be awarded. Porter said that 
the business of the Chicago Bridge and Iron Works was dam- 
aged generally and asked $5,000. 


You can get the day’s important traffic news every 


working day in the year through THE DAILY 
TRAFFIC WORLD. 
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FUEL DISTRIBUTION 
The Trafic World Washington Bureau 


An appeal to coal producers to assist in expediting the 
movement of coal by loading cars to carrying capacity and by 
refraining from the loading of coal into cars for which they 
have no billing, was made October 9 by Federal Fuel Dis- 
tributor C. E. Spens. Receivers of coal were asked to unload 
cars immediately upon arrival. Coal shippers were requested 
to confine their operations as far as practicable to their normal 
spheres of distribution, in order to reduce the amount of trans- 
portation service now required. Consumers were asked, if the 
coal was available, to confine their purchases to the grades 
of fuel to which they have been accustomed. 

Mr. Spens’ statement follows: 


The advisory committee on transportation, appointed by the 
Federal Fuel Distributor, issued, on October 5, a very urgent recom- 
mendation to the chief executives of all railroads, relative to the 
adoption of certain practices or plans, which will make for a greater 
supply of coal car equipment. ‘These recommendations contemplate 
that (a) all coal cars loaded with company material and with rail- 
road fuel, shall be promptly unloaded; (b) that all maintenance and 
construction work requiring use of power and cars, shall be dis- 
continued so far as possible, that this equipment may be transferred 
to commercial service; (c) that all available forces shall be applied 
to checking yards, terminals and stations for delayed loads and 
empties with a view to obtaining not only erompe unloading, but 
prompt movement; (d) that a vigorous campa ; 
to reduce locomotives and cars awaiting repairs to a minimum; (e) 
that foreign coal cars shall be returned to owners with greatest 
possible dispatch and (f) that loading of all foreign coal cars in the 
direction of mines as permitted under I. C. C. service order 25, shall 
be confined, so far as possible, to through movement to points on 
owner’s road. 

We have already received responses from a number of the rail- 
roads to the effect that they will cooperate to the limit along the 
lines recommended by this advisory committee. 

The public, however, should appreciate the fact that today there 
are unusually heavy offerings of traffic of all character to the rail- 
roads, and aside from the general priority orders of the Interstate 
Commerce Commission that now obtain, we are hoping it may not 
become necessary to recommend any action that might interrupt 
the transportation of other commodities. The priority orders now 
governing the handling of coal equipment are, of course, already in- 
terfering to some extent with the movement of commodities that 
are usually loaded in this class of equipment, but it is our great 
desire that there should be no greater interference with general 
transportation than appears to be absolutely necessary to care for 
the coal emergency. 

An analysis of the present coal transportation production and 
present reserves clearly indicates that for some weeks still to come 
the commodities covered by priority orders, particularly coal, must 
be given extraordinary attention. 

e are confident the matter has been placed before the carriers 
in such a way that they are fully alive to the situation, and, in ite 
of the existing handicaps, will do their utmost to accomplish their 
proportion of the burden. 

Coal producers and coal receivers can assist to a very large extent. 
Producers should load cars to carrying capacity, and should not load 
coal except to fill orders, on hand; in other words, they should not 
have unbilled cars on hand at mines, which practice is common under 
normal conditions, nor should coal be billed excepting to bona fide 
consignees. Existing conditions will not permit of making coal ware- 
houses out of coal equipment. Receivers of coal should arrange to 
unload cars immediately upon arrival. 

During the miners’ strike, the normal distribution of coal naturally 
became disrupted, involving greater hauls, and consequently greater 
time was consumed in the transportation of the loads and the return 
of the empties. Now that production of mines in all districts has 
been resumed, each mining district should, so far as it can practic- 
ably do so, arrange to confine its operations to its normal sphere of 
consumption, thereby avoiding cross hauling of coals, and reducin 
the amount of transportation service to a normal minimum, whieh 
will make for a greater supply of cars. Consumers should, if the 
coal is available, confine their purchases to the grades of coal to 
which they have been accustomed. 

It has been suggested that to accomplish this program, it will 
be necessary to reestablish the zoning plan that obtained during 
former emergencies. We dislike, however, unless it should become 
absolutely necessary, to inaugurate restrictive regulations of this 
character, believing that the operators themselves will appreciate 
the mutual benefit to themselves, the carriers and the consuming 
public, by as complete a compliance with this recommendation as 
may be practicable. 

Current production only negligibly exceeds current consumption. 
There are no important reserves. We sincerely trust the existing 
serene weather, generally prevalent, will lull none into unconscious- 
ness of the critical situation that might arise in the event of an early 
change in climatic conditions. 


H. F. Bell, foreign freight traffic manager of the Erie, in 
New York, has been appointed by Federal Fuel Distributor 
Spens to the position of special administrative assistant. Dur- 
ing the war Mr. Bell was assistant manager of inland traffic 
for the War Industries Board. After the armistice he was 
assistant to Mr. Spens in the Railroad Administration. 


Lifting of restrictions on the supply of bunker coal for for- 
eign vessels may be possible in the immediate future, Federal 
Fuel Distributor Spens said in a letter to LeBaron Willard, of 
New York, who asked for removal of the provision that vessels 
should take on only enough coal to get them to the next port. 
Mr. Spens said he fully realized the effect on bunkering contrac- 
tors of the restrictions and that he would be glad to recommend 
a change at once if he were convinced that conditions warranted 
such action. 

“But so far,” said he, “prices -at tidewater and in eastern 
territory do not indicate a surplus of coal, and I would there- 
fore be somewhat fearful about recommending a return to nor- 
mal conditions as to bunker coal, and subsequently find a short- 


gn shall be conducted . 


age in our domestic needs. Conditions may, of course, improve 
within the immediate future, and I hope and expect that they will, 
and if so, I shall not hesitate to recommend the restoration of 
previous conditions. I am of the opinion that it may be possible 
to act in that direction within the immediate future.” 


Power Over Coal Prices 


Use of the power given in the coal price control act may be 
resorted to by Federal Fuel Distributor Spens if certain anthra- 
cite operators charge exorbitant prices for coal, it was indicated 
this week after a conference between Mr. Spens and W. D. B. 
Ainey, chairman of the Pennsylvania Fuel Commission. After 
the conference Mr. Ainey issued the following statement: 


Reports have been received from the fair practices commit- 
tee covering the price situation affecting approximately 20 per 
cent of the anthracite coal production of Pennsylvania. 

Previously, by negotiation with the large or so-called com- 
pany operators, the fuel commission had arrived at price agree- 
ments covering about 75 per cent of the total production. The 
prices so arrived at were less than $8.50 (f. o. b. mines) standard 
set in the proclamation of Governor Sproul, of Pennsylvania. 
They waar. from $8.00 to $8.35 per ton for prepared sizes, ex- 
clusive of pea, the average being comparable with the prices 
prevailing in March, 1922. 

The fair practices committee recommends that for the 20 per 
cent of production covered by its report, where a price of not 
more than $9.25 f. o. b. mines is being charged, the committee’s 
investigation be deferred for the present so that its efforts can 
be concentrated on cases where prices in excess of $9.25 are be- 
ing charged. 

In view of the fact that a number of so-called individual, or 
independent operators, have signified a willingness to set prices 
below the $9.25 maximum, and also that this maximum is a re- 
duction from prices previously charged, which ranged from $9.50 
to $10.50 f. o. b. mines, the fuel commission approves the recom- 
mendation of the fair practices committee. It is joined in this 
approval by the federal fuel distributor. 

Notification will be sent to all state fuel authorities of the 
action of the commission, with lists of operators subscribing to 
prices $9.25 and under. By direction of the fuel commission and 
federal fuel distributor, the fair practices committee will pro- 
ceed immediately to consider the remaining approximately 5 per 
cent of the total production for the purpose of either recom- 
mending the prices which it is fair for them to charge, or the 
advisability of discontinuance of such costly production. 

The committee will be directed to conclude its findings and 
make its report on or before October 31. 

With reference to the loading of over 40,000 cars of coal on 
October 8, Mr. Spens said that reflected the co-operation being 
given by the railroads in response to the requests of the advis- 


ory committee on transportation of the distributor. 


COAL LOADNG 


Reports received October 6 by the car service division of 
the American Railway Association showed that 27,606 cars were 
loaded with bituminous coal on Wednesday, October 4. This 
was a decrease of 441 cars compared with the previous day 
and 3,400 cars below the daily average for October last year. 

Anthracite coal loadings on Wednesday totaled 5,839 cars. 
This was 217 cars under the day before, but was only 14 cars 
below the daily average for October, 1921. 

Increases over the day before in the loading of both bitumi- 
nous and anthracite coal on Thursday, October 5, was shown 
in reports received October 7 by the car service division of 
the American Railway Association. Bituminous loadings totaled 
27,914 cars. This was an increase of 308 cars over the preced- 
ing day. 

Loading of anthracite coal on Thursday amounted to 6,046 
cars. This was an increase of 207 cars over the day before. 
This also was an increase of 193 cars over the daily average 
for October last year and 136 cars over the daily average for 
October, 1920. 

With the exception of one day, more cars were loaded with 
anthracite coal Friday, October 6, than on any other one day 
since the anthracite strike was settled. On that day 6,147 cars 
were loaded. This was an increase of 101 cars over the preceding 
day. The only day which exceeded this total was on September 
20 last, when 6,767 cars were loaded. 

Anthracite loadings on Friday exceeded the daily average 
for October, 1920, by 237 cars and the daily average for October 
last year by 297 cars. 

Loading of bituminous coal on Friday totaled 27,750 cars. 
This was a decrease of 164 cars under the day before, and also 
fell below the daily average loading for October last year by 
3,295 cars. : 

Reports received by the car service division of the American 
Railway Association show that on Saturday, October 7, 6,158 
cars were loaded with anthracite coal. This was an increase 
of 11 cars over the day before, and, with the exception of one 
day, September 20, when 6,767 cars were loaded, was the largest 
number loaded during any day since the anthracite strike was 
settled. Loading on last Saturday exceeded the daily average 
for October, 1920, by 248 cars, and the daily average for Octo- 
ber, last year, by 305 cars. 

Loading of bituminous coal last Saturday amounted to 26,495 
cars. This was a decrease of 1,255 cars compared with the day 
before. Loading of bituminous coal on Saturday, however, is 
always less than on other days in the week. 

The first week in October, 1,124,350 tons of coal were 
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dumped at Lake Erie ports for shipment up the lakes. This 
exceeded by 124,350 tons the quota fixed by the fuel distributor 
as the amount that should be delivered at the lakes weekly for 
shipment by water to the northwest. In addition, there were 
12,781 cars containing 639,050 tons of coal awaiting to be dumped 
on October 9 at Lake Erie ports, while there were 5,489 cars 
containing 274,450 tons in transit and within 48 hours of Lake 
Erie ports. This made a total of 18,270 cars containing 913,500 
tons, or within less than 100,000 tons of the weekly quota, thay 
had either arrived at Lake Erie ports or would be there within 
two days. 

Since September 1 last, 5,647,000 tons of coal have been 
delivered by the railroads at Lake Erie ports, a weekly average 
of approximately 1,100,000 tons. 

A new record in the number of cars loaded with bituminous 
coal was made Monday, October 9, according to reports received 
by the car service division of the American Railway Association. 
On that day the total was 40,596 cars. This was the largest 
number of cars loaded during any one day since December 13, 
1920, when the total was 45,094 cars. The nearest approach to 
Monday’s loading since the miners’ strike began on April 1 was 
on Monday, September 25, when 38,804 cars were loaded. 

Reports showed 6,446 cars loaded with anthracite coal on 
last Monday, which was, except for September 20, this year, 
the largest number of cars loaded on any one day since the 
anthracite strike was settled. It also exceeded by 288 cars the 
Joading on Saturday and excelled the daily average loading in 
October last year by 593 cars. 

Loading of bituminous coal on Tusday, October 10, amounted 
to 29,239 cars, 11,357 cars less than the day before. Loadings 
on Monday, however, always exceed other days of the week, 
owing to the accumulation of empty cars over the week end. 
While Tuesday’s loading was 1,800 cars below the daily average 
for October last year, it exceeded by 665 cars the daily average 
efor September this year. 

Loading of anthracite coal on Tuesday amounted to 6,420 
cars, 26 less than the day before. Tuesday’s loading, however, 
surpassed by more than 500 cars the daily averages for both 
October, 1920 and 1921. 


COAL PRODUCTION REPORT 


“A slight increase has marked production of soft coal during 
the first week of October,” said the Geological Survey in its 
current coal report. “For three weeks in succession the output 
had been slowly increasing, reaching 9,776,000 net tons in the 
week of September 30. During the present week (October 2-7) 
the returns so far received indicate a total of about 9,600,000 
tons. 

Continuing, the report said, in part: 





In all the large producing fields of the country demand is active 
and coal is being offered for shipment up to the limit of transporta- 
tion. The current rate of output exceeds 1921, but is far below tnat 

ther recent years. 

n °The all-rail Tmovement of coal to New England through the six 
principal Hudson gateways increased to 3,541 cars of bituminous coal 
and 2,206 cars ef anthracite in the week ended September 30. In addi- 
tion to the shipments shown in the following table there were also 
forwarded through Rouse’s Point in that week 75 cars of bituminous 
coal and 2 cars of anthracite. Bituminous coal is now moving into 
New England by rail in larger volume than at the same season last 
year, but the anthracite shipments have not yet attained last year’s 
rate. 

Shipments of bituminous coal through Hudson Roads decreased 
during the week ended September 30. Dumpings for the week totaled 
283,987 net tons as against 312,003 tons in the week before. The ton- 
nages of cargo and bunker coal for export traffic increased, whereas 
cargo and bunker coal for New England and other coastwise shipments 
decreased. 

There was a slight decrease in the tonnage of bituminous coal 
handled over Lake Erie piers during the week ended October 1. 
Dumpings continued at a high rate, however, and the Ore & Coal 
Exchange reports that the total handled was 1,245,373 net tons against 
1,453,684 tons in the week preceding. In comparison with the corre- 
sponding week a year ago, this was an increase of 122 per cent. Of 
the = eres 1,206,433 tons were cargo coal and 38,940 tons were 
vessel fuel. 

During the present season to date 9,693,751 tons of cargo coal 
have been dumped over the Lake piers. Of this quantity 8,702,381 
tons were forwarded to regular markets and 991,370 tons were for- 
warded to destinations not ordinarily taking Lake coal. 

Preliminary telegraphic reports of dumpings during the first three 

ays of the present week (October 2-7) show a slight increase over 
the corresponding days of the week before. 


ASKS SHIPPERS’ CO-OPERATION 


M. J. Gormley, chairman of the car service division of the 
American Railway Association, issued a statement “to the ship- 
Ping public” this week on car supply, car shortage and the effect 
of heavier loading of cars on supply, and asked that cars be 
loaded to capacity and released promptly. Mr. Gormley’s state- 
ment follows, the chart referred to be omitted: 


. Prior to the strike of the shop crafts on July 1 the Car Service 
Division Prepared an estimate of car amg for the remainder of 1922, 
together with probable transportation conditions coincident with the 
Peak of railroad traffic generally reached in October. 

The chart then prepared is attached. It outlines loading for 1920 
and 1921, and for 1922 up to July 1 of (1) coal, (2) all commodities ex- 
cept coal, (3) total all commodities. The estimated figures subsequent 
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to July 1, 1922, are shown by the light dotted line. The actual loading 
July 1 to date is shown in heavy line marked 1922. This estimate 
was prepared without knowledge of the shopmen’s strike and was 
withheld account conditions incident to the strike. 

It was estimated— 

1. That coal mining, suspended in union fields since April 1, would 
Senqrelly be resumed not later than August 1. 

2. hat the loading subsequent to July 1 would reasonably be ex- 
pected to increase at a ratio corresponding to the average of years 
1919, 1920 and 1921. 

3. That while there would be a decided increase in coal loadin 
subsequent to August 1:.the production would not reach the record o 
1920 for the reason that it was generally conceded there was a produc- 
tion considerably beyond the actual demand in the fall months of that 
year. 

Records indicate that the railroads handled at one period in 1921 
within 5. per cent of the previous peak car loading of the country, 
which occurred in 1920, and this was done without car shortage and 
without eam ne difficulties, but during that period there was 
pronounced efficiency in the handling of cars on the part of shippers 
and the railroads. It was the conclusion prior to July 1, 1922, that 
with the continuation of this efficiency in transportation that a peak 
loading of 1,100,000 cars would be reached in October, 1922, which figure 
is 10 per cent in excess of anything of record heretofore and that this 
would be accomplished without appreciable car shortage or transporta- 
tion difficulty. 

It, of course, is impossible to forecast the cumulative effect of 
the transportation difficulties of the past three months, but the actual 
loading of traffic, other than coal, since July 1. as shown by the chart, 
closely approximates the estimates made. The coal loading since the 
resumption of general mining is only slightly less than it was esti- 
mated it would and which estimate was made prior to the strike of 
the shop crafts. 

It is extremely important from the standpoint of shippers as well 
as the railroads that extraordinary methods of co-operation be adopted 
along the following lines in order to measurably meet the transporta- 
tion needs, —t i of the next few months. 

1. Load cars to their full carrying capacity. 

Figures show that 2,250,000 less cars could have been used during 
the year 1921 to handle the same amount of tonnage, provided the cars 
had been as heavily loaded during the entire year of 1921 as théy were 
during the last quarter of 1920. The light loading of equipment con- 
stitutes a very great waste in transportation, including the addition 
of empty mileage for the return of excess cars in service for handling 
the same tonnage. 

2. Unload cars promptly. 

Save car days. At least 150,000 cars are unloaded every weekday. 
If 24 hours can be saved in more promptly unloading one out of every 
ten cars placed for unloading there will be 15,000 additional cars avail- 
able for shippers. The railroads do not want demurrage. 

3. Order cars in advance, and on a basis of what will be loaded 
within a 24-hour period. Do not hold cars for prospective loading. 

This will be helpful in having requirements met, and will conserve 
equipment available for general distribution. It helps no one to pyra- 
—, —e and disrupts efforts of car distributors to meet demands 
uniformly. : 

. Place orders requesting “reconsignment’’ with promptness. 

It is easily possible to avoid at least two days’ delay in car move- 
ment by this means. 

5. Issue bills of lading promptly. 

Freight cars are built to haul goods, not to store them. They 
should be loaded to the limit of their capacity. They should be loaded 
and released with the utmost promptness. 

By co-operating in carrying out these suggestions all will be con- 
tributing in large measure to the meeting of current transportation 
requirements. 


A. R. A. DISTRICT MANAGERS 


The Trafic World Washington Bureau 


M. J. Gormley, chairman of the car service division of the 
American Railway Association, has announced the appointment 
of J. W. Riley to the position of district manager of the car 
service division with headquarters at St. Louis, effective October 
9. Mr. Riley has been employed by the Baltimore & Ohio, and 
—™ was general superintendent of the Pittsburgh & Lake 

rie. 

The appointment of Mr. Riley marks the beginning of a 
policy under which additional district managers may be ap- 
pointed with the end in view of establishing district . offices - 
which may keep in closer touch with conditions than it is pos- 
sible for the central office at Washington to do. The idea is 
to get away from concentrating everything in the Washington 


office. 


The division has two district managers at present—J. J. 
Pelley at Chicago and J. A. Morris at Cincinnati. Mr. Pelley is 
also manager of the refrigerator department in Chicago. 


Mr. Gormley announced that Mr. Riley would have the au- 
thority of the car service division in the territory to which he 
has been assigned, which includes terminals at St. Louis, Kan- 
sas City, St. Joseph, Omaha, Council Bluffs, and other outlying 
points as may be directed. 

In a circular to members, Mr. Gormley said: 


Referring to notice appointing Mr. J. W. Riley district man- 
ager of the car service division at St. Louis, it will be the func- 
tion of district managers to assist the central organization at 
Washington by maintaining closer contact with conditions local 
to the sections of the country in which they are located. 

The duties of district managers are essentially in connection 
with the enforcement of car service rules and to co-operate with 
ony local organiations. These duties may be enumerated as 
ollows: 

1. To supervise the handling of auuigmnent in accordance 
with car service rules, and to obtain the full co-operation of the 
saaies, Na in observance of car service rules. 

. To assist in any practical way in the adjustment of local 
problems of interchange and operation and of car shortage and 
surplusages. Such necessary information of local conditions as 
may be essential to a complete understanding of the situation 
may be obtained from the roads in the territory. 

. To encourage and assist the development and operation 
of terminal joint inspection and interchange arrangements. 
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4. To anticipate car loading reuirements when in volume 
and assist in arranging supply. 

5. To keep thoroughly in touch with and advise the car 
service division with respect to local conditions; they will render 
oo practical assistance in avoiding accumulations and conges- 

ons. 

6. To arrange for and preside at conferences between oper- 
ating and transporation officers of railroads local to territory to 
which assigned whenever common interests may demand. 

7. To maintain contact with shippers and their various or- 
anizations and as conditions may warrant arranging conferences 
or purposes of assisting in transportation problems. They will 

also enlist the co-operation of shippers in prompt release of 
equipment and in all particulars respecting efficiency in car 
service as it is commonly understood. 


8. To perform such other duties as may be assigned by the 
car service division at Washington. 


STEEL SHIPMENTS 


In Circular CSD-116, issued October 10, Chairman Gormley 
of the A. R. A. said to railroads: 


To increase the car supply for transportation of steel mill products, 
of which there is an accumulated storage at plants, the shipment of 
which is now needed for construction of all kinds, including freight 
cars, it is important that the low side or mill type of gondola car be 


pane withdrawn from other service and assigned to the mill 
rade. 


Railroads not originating steel products and having in their pos- 
session this type of car, will take necessary action to obtain release 


of foreign ownership equipment and forward in accordance with car 
service rules. 


EMBARGOES VIOLATE ORDERS 


In supplement 6 to Circular CSD-87, M. J. Gormley, chair- 
man of the car service division of the American Railway Asso- 
ciation, under date of October 10, said: 


Embargoes are being issued which are contrary to the provisions 
of Interstate Commerce Commission Service Orders 24 and 25. The 
impression appears to prevail that portions only of the commodities 
afforded priority in paragraph 1 of the service orders may be included 
in exceptions, epending upon conditions on the issuing railroad. 

The Commission requires that all or none of the commodities given 
priority shall be included in exceptions to embargoes. Departures 


therefrom may be made only upon receipt of permission from the Com- 
mission. 


If such permission is desired the situation may be presented to the 


car service division, with all facts, and the matter will be promptly 
handled. 


CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars dropped to 6,593, 
while the shortage increased to 130,325 cars in the period Sep- 
tember 23-30, according to compilations of the car service divi- 
sion of the American Railway Association, completed this week. 
The car shortage showed an increase of 22,659 cars over the 
period September 15-23. 

The shortage was made up as follows: Box, 64,175; ven- 
tilated box, 906; auto and furniture, 1,448; total box, 66,529; 
flat, 6,348; gondola, 25,057; hopper, 13,897; all coal, 38,954; coke, 
450; S. D. stock, 11,064; D. D. stock, 1,036; refrigerator, 5,568; 
tank, 10; miscellaneous, 366; total, 130,325. 

The surplus was made up as follows: Box, 178; auto and 
furniture, 23; total box, 201; flat, 700; gondola, 615; hopper, 
2,871; all coal, 3,486; coke, 94; S. D. stock, 84; D. D. stock, 91; 
refrigerator, 221; tank, 159; miscellaneous, 1,557; total, 6,593. 


REVENUE FREIGHT LOADING 


Revenue freight loading in the week ended September 30 
was within 3 per cent of the peak loading of 1920, when the 





‘ largest volume of traffic in the history of the railroads was 


moved, according to the weekly report of the car service division 
of the American Railway Association. 

The number of cars loaded was 988,381, or an increase of 
15,090 cars ever the preceding week. The peak loading of 1920 
occurred in the week ended October 15, when the total number 
of cars loaded was 1,018,539 cars. The loading in the week 
ended September 30 exceeded the loading of 904,831 cars in the 
corresponding week of 1921, but fell below the loading of 992,283 
cars in the corresponding week of 1920.’ In the Allegheny, 
Southern, Central Western and Southwestern districts the load- 
ing exceeded that of the corresponding week of 1920. 

Loading by districts in the week ended September 30 and in 
the corresponding week of 1920 was as follows: 

Eastern district: Grain and grain products, 7,527 and 8,912; 
live stock, 3,736 and 3,123; coal, 55,492 and 46,550; coke, 1,644 
and 1,571; forest products, 5,886 and 4,577; ore, 3,828 and 1,713; 
merchandise, L. C. L., 62,242 and 63,684; miscellaneous, 94,674 
and 81,945; total, 1922, 237,029; 1921, 212,075; 1920, 242,719. 

Allegheny district: Grain and grain products, 3,110 and 
2,757; live stock, 3,717 and 3,321; coal, 56,345 and 49,017; coke, 
4,613 and 2,586; forest products, 3,159 and 2,846; ore, 9,361 and 
5,391; merchandise, L. C. L., 50,409. and 48,204; miscellaneous, 
78,630 and 59,818; total, 1922, 209,344; 1921, 173,940; 1920, 203,100. 

Pocahontas district: Grain and grain products, 254 and 283; 
live stock, 540 and 312; coal, 16,690 and 22,831; coke, 228 and 
184; forest products, 1,448 and 1,193; ore, 34 and 97; merchan- 
dise, L. C. L, 5,111 and 5,692; miscellaneous, 3,490 and 4,170; 
total, 1922, 27,795; 1921, 34,762; 1920, 37,896. 
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Southern district: Grain and grain products, 3,842 and 
4,103; live stock, 2,827 and 2,150; coal, 22,124 and 24,414; coke, 
902 and 405; forest products, 18,363 and 15,950; ore, 1,203 and 
302; merchandise, L. C. L., 37,515 and 40,761; miscellaneous, 
43,718 and 43,847; total, 1922, 130,494; 1921, 131,932; 1920, 129,677. 

Northwestern district: Grain and grain products, 18,952 
and 19,340; live stock, 9,702 and 8,406; coal, 10,048 and 9,934; 
coke, 1,408 and 502; forest products, 15,533 and 11,989; ore, 
82,597 and 17,363; merchandise, L. C. L., 28,934 and 29,006; 
miscellaneous, 41,891 and 41,930; total, 1922, 159,065; 1921, 138,- 
470; 1920, 167,648. ; 

Central Western district: Grain and grain products, 13,399 
and 17,030; live stock, 15,344 and 12,657; coal, 21,254 and 22,162; 
coke, 504 and 211; forest products, 7,313 and 6,860; ore, 2,192 
and 723; merchandise, L. C. L., 32,926 and 32,593; miscellaneous, 
58,700 and 52,122; total, 1922, 151,632; 1921, 144,358; 1920, 143,446. 

Southwestern district: Grain and grain products, 5,045 and 
4,797; live stock, 3,964 and 3,010; coal, 7,396 and 5,446; coke, 157 
and 129; forest products, 7,040 and 6,438; ore, 562 and 883; 
merchandise, L. C. L., 15,380 and 16,165; miscellaneous, 33,478 
and 32,426; total, 1922, 73,022; 1921, 69,294; 1920, 67,797. 

Total, all roads: Grain and grain products, 52,129 and 57,- 
222; live stock, 39,830 and 32,979; coal, 189,349 and 180,354; 
coke, 9,456 and 5,588; forest products, 58,742 and 49,853; ore, 
49,777 and 26,472; merchandise, L. C. L., 234,517 and 236,105; 
miscellaneous, 354,581 and 316,258; total, 1922, 988,381; 1921, 
904,831; 1920, 992,283. 


FRUIT AND VEGETABLE SHIPMENTS 


“The peak of the carlot movement of fruits and vege- 
tables is not usually reached until the middle of October,” 
the Bureau of Agricultural Economics of the Department of 
Agriculture said this week in its review of fruits and vege- 
tables, and weekly summary of carlot shipments. “Total ship- 
ments of the week ending October 7, however, decreased about 
1,000 cars, thereby leaving the last week of September as the 
record period of this season to date. It appears as if the car 
shortage reported in many sections has now begun to show 
its effects. The total movement of 14 fruits and vegetables 
during the week ending October 7 was 26,513 cars, or 400 less 
than the shipments of the corresponding period last year.” 

The totals from the weekly summary of carlots shipments, 
as reported telegraphically by common carriers to the bureau, 
under date of October 10, follow: 


(Totals for week and season are regularly subject to revision be- 
cause of the receipt of late and corrected reports from the railroads. 
Asterisks (*) placed at commodity totals indicate that such changes 
have been made for one or more of the states in that group.) 

Week Week Previous Total Total 
Oct. 1-7 Oct. 2-8 week this - last Total 
inc. this inc. last this Season to Season to last 


Season Season Season Oct.7Inc. Oct. 8Inc. Season 
Boxed Apples— 
ya ,602 5,213. * 1,773* 7,120* 14,188* 56,314 
Barreled Apples— 
| re 3,920 3,305 3,293*  19,592* 13,623* 32,138 
Cabbage— 
MO vi pccectls 1,324 1,088 1,248*  23,289* 18,348* 30,993 
Cantaloupes— 
| ee 384 74 454* 29,473* 25,461* 25,572 
Celery— . 
: a ae 225 263 179* 6,312* 5,424* 11,642 
Grapes— , 
ee 6,387 4,108 6,372*  29,033* 25,325* 37,203 
Lettuce— 
Wii sik 265 226 213 20,121 17,172* 18,300 
Lettuce (new crop)— 
California 
begins Oct. 1 25 COR aed. ¥ 25 5 10,282 
Mixed Vegetables— 
LE Sais 446 364 422* 15,499* 12,533* 15,566 
Onions— 
Wetad.i..d .cviict 1,226 657 1,315 15,326* 13,095* 20,777 
Peaches— 
RS ers 685 28 1,077* 35,519* 27,277*  °27,300 
Pears— 
TOGR. cosas ci 1,285 448 1,513* 15,256* 11,594* 12,822 
Sweet potatoes— 
| ep ae tere 788 749 1,029 6,453* 5,980* 19,285 
Tomatoes— 
TOGA. 6 lecvc 340 823 588*  24,378* 16,198* 17,204 
Watermelons— 
EET Ser 49 45 120*  45,583* 46,418* 46,463 
Leading sections, 
late crop ...... 5,901 9,732 6,875 32,566 44,784 185,367 
Other sections, late 
“ae 661 202 1,033 21,428 16,181 20,330 
War.v GHOM +05. Jo he's! aloes 3 20 40,741 32,409 32,559 
EOC. 3 se ooc3t 6,562 9,937 7,928*  94,735* 93,374* 238,256 


* Includes all delayed and corrected reports received to date. 


LUMBER MOVEMENT CURTAILED 


“After a brief spurt, following the settlement of the major 
strikes, the lumber industry has again been set back by the lack of 
transportation facilities,” says the weekly review of the National 
Lumber Manufacturers’ Association. “This time production, ship 
ments and orders—all have fallen off to a serious extent. In the 
week ending September 30, shipments declined nearly 23,000,000 
feet; and for the first time this year were but little more than at 
the same time a year ago; orders sympathetically dropped almost 
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36,000,000 feet below the mark for the corresponding time last 
year; and production was more than 12,000,000 feet less that for 
the preceding week, though gratifyingly larger than for last year. 
The slumps are partly apparent, as only 351 mills reported in 
time to have their figures used, as against a revised number of. 
375 for the week before, but only partly so. Shipments were only 
84 per cent of production and orders only 83 per cent. In 1921, 
on the contrary, orders were 133 per cent of production. All 
sections of the country are now affected by the car shortage, 
but its severity seems to be greater in the South. The Southern 
Pine Association reports that the present percentage of actual 
shipments to production is only 73.9 while the same relation- 
ship for the last seven years has averaged 98.4. The shortage 
of cars at this time is seasonal in a measure, but the deficit is 
much greater than customery. 

“For the week ending September 30, prooduction by the 
reporting mills of the eight regional softwood associations was 
225,985,138, shipments 189,093,831 and orders 188,003,146 feet; the 
respective decreases from the week before being 12,458,807, 
22,660,520 and 13,176,988 feet, respectively. Compared with the 
corresponding week last year, when 375 mills reported, pro- 
duction increased 57,065,514 feet; and shipments, 6,719,374; 
while orders decreased by 35,866,651 feet. The five associa- 
tions which have an established normal production for the week 
report that their production for 323 mills was 96 per cent of 
normal, that being 218,060,295 feet.” 


PROTESTS CONDITION OF EQUIPMENT 


The Trafic World Washington Bureau 


Representatives of the Brotherhood of Locomotive Engineers 
and of the Brotherhood of Locomotive Firemen and Enginemen 
called on President Harding this week to protest against the con- 
dition of locomotives and cars as the result of the shopmen’s 
strike. They were Oscar J. Horne and Thomas Stevenson, coun- 
sel for the brotherhoods. They asserted that the condition of 
equipment was serious, and asked for rigid enforcement of the 
safety and inspection laws. The President was represented as 
showing concern over the reports made by the brotherhood rep- 
resentatives, and it was indicated that he probably would recom- 
mend to Congress that additional inspectors be provided for. 


LOCATION OF CARS 


The A. R. A. semi-monthly bulletin of percentages of freight 
cars on line to ownership as of September 15 shows the following: 
Eastern district, 99,2 as against 97.7 a year ago; Allegheny 
district, 100.5 as against 99.1 a year ago; Pocahontas district, 
90.5 as against 89.1 a year ago; Southern district, 98.2 against 
95 a year ago; Western district, 98.3 as against 100.3 a year 
ago; grand total, all districts, 98.6 as against 98.2 a year ago; 
Canadian roads, 90.4 as against 97.6 a year ago; Mexican roads, 
103.4 (no figure for last year). 

The per cent of home cars on home roads was 54.3 per cent. 
By classes of equipmeint the percentages wer as follows: 
Box, 41.1; refrigerator, 62.6; gondola, 63.3; stock, 67.1; flat, 68.6. 


USE OF VENTILATED BOX CARS 


In Supplement 2 to Circular CSD-111, sent to railroads, 
M. J. Gormley, chairman of the car service division of the 
A. R. A., says: 


Instructions contained in CSD-111 for the diversion of ventilated 
box cars to western territory are hereby cancelled. 

Effective at once all roads will give ventilated box cars expedited 
movement to their owners, except that cars on roads in territory 
west of Chicago and the Mississippi River now en route to western 
roads on previous instructions will be. moved. through to destination. 

Citrus fruit movement from Florida, and other perishable fruit,. is 
increasing, and is much earlier than usual. Owing to limited re- 
frigerator car supply, it is necessary to use ventilated box cars to 
the fullest extent available. 


Please observe the following instructions: 

_ (1) Ventilated box cars must not be used for loading except 
with perishable freight or with dead freight directly to home roads 
or locally on the home road. 

(2) When no immediate loading should be moved empty to owners. 
(3) Give special supervision to the handling of ventilated cars to 
See that instructions are fully understood and proper distinction made 


in the handling of these cars as distinguished from ordinary box 
cars. 


COKE IN COAL CARS 


M. J. Gormley, chairman of the American Railway Associa- 
tion’s car service division, in Supplement 6 to Circular CSD-114, 
has notified members that division 5 of the Interstate Com- 
merce Commission has ruled that empty coal cars should not 
be used for the movement of coke. Special cases, Mr. Gormley 
Said, which warrant an exception to that rule should be brought 
to the Commission’s attention for appropriate action. 


CONDITION OF LOCOMOTIVES 


Comparison of the summaries of the car service division of 
the American Railway Association of locomotive equipment con- 
dition as of July 1, the date the shopmen’s strike began, and 
as of September 15, shows that as of July 1 there were 64,341 
locomotives on line, of which 50,003 were serviceable, while 
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on September 15 there were 64,324 on line, of which 44,165 
were reported as serviceable. 

The number of engines requiring heavy repairs was 11,318 
on July 1, as against 16,572 as of September 15. The per cent 
out of service requiring heavy repairs on July 1 was 17.6, as 
against 25.8 as of September 15. The number in need of light 
repairs on July 1 was 3,094, or 4.8 per cent, as against 3,585, or 
5.6 per cent, as of September 15. 

: The number of stored serviceable engines as of July 1 was 
6,332, as against 1,982 as of September 15. 

The number of engines turned out of shop as of July 1 

was 11,349, as against 9,047 as of September 15. 


FREIGHT ACCUMULATIONS 


The summary of freight accumulations issued by the car 
service division of the American Railway Association as of 
September 29, shows that on that date the accumulations totaled 
72,656, made up as follows: Connections unable to accept, 4,397; 
consignees unable to accept, 1,584; disability reporting road, 
58,745; for reconsignment, 2,721; held for billing, 534; embargoes, 
1,452; domestic and contract piers, for floating, 324, and expert 
and coastwise, 2,899. 

As of September 22, the accumulations totaled 80,320, and 
as of September 15, 71,258. 


HARDING’S VIEW OF SENIORITY 


The Trafic World Washington Bureau 

President Harding, it was said October 6 at the White House, 
believes the settlement of the shopmen’s strike is continuing and 
is being made on the basis of his original proposal to the execu- 
tives that the men be taken back with their seniority rights un- 
impaired. The President is convinced that this is so, it was 
indicated, because a railroad manager is said to have told him 
that when his line made a settlement with the strikers it had 
2,400 employes. The company promised to give these men perma- 
nent work but within 24 hours after settlement with the strikers 
had been made 2,200 of the new men had quit. The President 
was said to regard that~as an indication that the seniority prob- 
lem was not a serious one. 

It was said that there was ‘now serious transportation em- 
barrassment in many lines of industry and that the President 
believed 95 per cent of it was due to the impaired condition of 
rolling stock which the railroads, the President was said to be- 
lieve, had represented as in better condition than it actually was. 


WAGE STATISTICS 


The Commission’s wage statistics for July reflect the effect 
of the shopmen’s strike in that month, showing a marked de- 
crease in the number of employes in the maintenance of equip- 
ment and stores group and an increase in the police forces. 

sal” a note of explanation of the statistics, the Commission 
said: 

“The number of employees reported by Class I railroads for 
the month of July, 1922, shows a net decrease from the previous 
month of 217,590, or 13 per cent. Based on the count at middle 
of month, the number of employees in the Maintenance of Equip- 
ment and Stores group, as a result of the strike conditions, 
decreased 255,266, or 52 per cent, from the number in June, but 
the total number of hours was 45.4 pert cent less. On the other 
hand, the over time paid for this group was more than three 
times as great as in July asin June. The straight time actually 
worked was 52 per cent less in July than in June. 

“The police forces were 37,927 greater in July than in June, 
1922. 

“Compared with the previous. month, the increase (D) in 

the number of employees, by groups, was as follows: 


Executives, officials, and staff assistants..........c.cccecccees 372 
Professional, clerical, . and . SOnCTAl.... o..ccccccccccwccecvceceewes 39,526 
Maintenance of way and structureS...........cccccevcevsccce ‘ 

Maintenance of equipment and stores.............eeeeeeece ~+ D255,266 
Transportation (other than train, engine, and yard)......... 5,1 

Transportation (yardmasters, switch tenders, and hostlers)... 1,315 
Transportation (train and engine service)..............+eeeee D3,111 


A GEE ALI CPE LE TET NOES SE RED SO D217,590 
“A comparison of the number of employees and their com- 
pensation for the month of July, 1922, with the same month 
last year follows: 
CLASS I STEAM ROADS 
Number of Total com- 


ere pensation 
FOI: TOGA yo nc H's we dele dis eedn e's UVa ebs Qeues 1,634,872 $214,339,385 
SOI 5; BIER 0cvs Cd viecewe vwrisiaus ob ids BOSS ROSE be os 1,467,824 193,571,244 


SHOPMEN’S REQUEST DENIED 


A motion for a bill of particulars in the Daugherty injunc- 
tion suit was overruled October 6 by Federal Judge Wilkerson, 
who declared that he was without authority to grant the shop- 
men’s request that three judges be assigned to the hearing on 
the ground that the case is one of “extraordinary public in- 
terest.” 

Attorney D. R. Richberg, representing the shopmen, filed 
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the motion and request, together with his formal answer to the 
government’s petition for a permanent strike injunction. The 
answer denied the government’s charges in detail and made 


the countercharge that a conspiracy of railroad officials caused 
the strike. 


Blackburne Esterline, of government counsel, said he would 
ask, at the proper time, that evidence be heard by a master in 
chancery to expedite the case. 


THE CASE OF THE RAILROADS 


“Did you ever hear of a business firm deliberately under- 
mining the credit of a good customer?” inquired Charles Dillon, 
assistant to the chairman, western committee on public rela- 
tions, Association of Railway Executives, in an address before 
the 4-One Boxmakers’ Association in Chicago, October 12. “What 
would you think of a lumber association that helped to bring 
about the enactment of a law restricting the net return of its 
member dealers? What would you say if that association de- 
manded that dealers’ prices be reduced so that their net return 
might not exceed six per cent? And in what particular way 
would such conduct differ from the attitude of many persons 
today with respect to our railroads?” Mr. Dillon continued: 


The railways of this country use directly one-quarter of the 
nation’s total output of coal and one-ninth of the petroleum produced. 
Directly and indirectly they buy from 30 to 40 per cent of the iron 
and steel output. They _ 4 more than 25 per cent of the lumber and 
from 15 to 20 per cent of the copper and brass. Paint, glass, rubber, 
leather, and many other American products are bought by these rail- 
ways in quantities so large that their purchasing ability has a tre- 
mendous effect on virtually all industries. 

The railroads are manufacturers in the largest sense. They sell 
transportation. In producing their ‘‘goods’’ they employ in normal 
times about 2,000,000 men and women, but to keep the plant going 
they buy vast quantities of materials made by other millions of men 
and women, purchases estimated at more than $1,500,000,000 a year. 
Directly and indirectly, therefore, this great manufactory of trans- 
b= he gr creates employment for a very large part of our population. 

ould it not be good business judgment, then, to show a little more 
friendliness for this plant—not special consideration but just the ordi- 
nary, wise encouragement accorded any other big buyer? 

The lumber interests are devising certain standardizations and 
rules of business to prevent or make unnecessary a large degree of 
government control. The coal men resent strenuously the govern- 
ment’s interference in their business in the interest of the people. 
The —_ exchanges and dealers object to any federal legislation 
affecting their trading. Farmers believed themselves abused when the 
government set a price on wheat during the war, and the cotton grow- 
ers opposed successfully all attempts to hold down the price of their 
product. Merchants, particularly grocers, objected to restrictions 
placed upon them by the government. When it was proposed that a 
certain limit be set for clothing prices the manufacturers resented 
the suggestion. The great packing house interests fought for years 
against the government’s regulations of their industry. Everyone, 
everywhere, did everything he could to keep the government out of his 
business. But everyone, everywhere, with complete and cheerful dis- 
regard of the golden rule, displayed the most astonishing unanimity 
of purpose and the most remarkably developed spirit of co-operation 
when it came to regulating and controlling the railroads. 

bss 2 is it that so few men can see any virtue in the other man’s 
side? ow would some of our leading industries relish the kind of 
government control for their own business which they gleefully 
approve for the railroads? In the language of the law a railroad is 
“affected with a public interest.’”” People must ride, and goods must 
be shipped. Mail must be carried. But, also, the people must wear 
clothing, and surely clothes are invested with a certain degree of 
public interest. Society and the law demand that they be worn. Food, 
also, is essential to the public welfare. Fuel receives preferential con- 
sideration as a necessity of every day living. Automobiles—and we 
have nearly 11,000,000 of them in this country—have become neces- 
sities, at least for a large part of our population. Every farmer pre- 
tending to any measure of modern standing in agriculture has one or 
more cars, and an occasional truck or two. Thousands of men would 
think themselves mortally abused if denied tobacco. A large number 
must have their daily gum, their motion picture performance, their 
soft drinks. And they indulge these habits and supposed requirements 
without a thought of the hundreds of millions spent for them annually, 
and without the faintest resentment toward the makers whose net 


returns make the railroads’ annual statements look like a church 
collection in contrast. 


I am not criticising these things, but can you imagine what would 
happen if it were proposed to restrict the annual net return of any 
of the manufacturers of these commodities? Isn’t it a strange kind 
of mental aberration which produces a loud cheer when word goes 
forth that a maker of motor cars has a net income so large that his 
tax to the government amounted to more than $76,000,000 in a year, 
but evokes a howl of dismay and resentment, and a demand for 
immediate rate reductions when it becomes known that ten or eleven 
railroads—ten or eleven out of 200—have earned 6 per cent or better? 
The fact that this manufacturer of motor cars earned $10,000,000 more 
in 1921 than one of the largest railroads and that no restrictions are 
placed on the amount he may earn and keep for himself, appear to be 
matters of only sensational news value. What sinks‘into the hearts 
of some rsons and destroys their peace of mind is the rumor that 
some railroads may yet earn 6 per cent unless rates are reduced 
without further delay. The fact that many great industries were 
laying up a surplus from huge profits during the war while the rail- 
roads were recording deficits is forgotten or ignored. 


I do not question the morality of fair profits. I am simply asking 
that the railways be conceded the right to precisely the same oppor- 
tunities accorded other great industries without hampering legislative 
restrictions which, instead of benefiting the public, result eventually in 
lowering the quality of the service it may justly demand and expect. 

In the present state of the public mind it is considered perfectly 
legitimate at any time to take a shot at the railroads. Some political 
candidates depend for their popularity upon anti-railroad platforms. 
Some persons even question the propriety of any attempt to turn 
indifference or animosity toward the carriers into more friendly feel- 
ings. An astonishingly large number of otherwise normal persons fall 
more or less bow under this rule. The secretary of one state board 
recently declared in writing that further rate reductions must be 
demanded at once by fifteen or twenty middle west states because it 
seemed likely that the carriers would earn the 5% per cent recognized 
by the Interstate Commerce Commission as a fair return. The most 
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surprising thing about these activities is the encouragement given 
them by. rsons who would not for one moment consider investing 
in any enterprise paying a return so low. 

Instead of demanding more rate reductions, even if these might 
properly be expected, far-seeing business men should be_ exerting 
themselves to stem an overwhelming flood of regulation, federal and 
state, so that the roads may function more freely, restore their 
properties to normal condition, buy new and much needed equipment 
while repairing bad order cars and engines, and so revive the waning 
eagee ud awe confidence of investors, in order that new capital may 

obtained. 


This is not a poverty plea. It is an appeal for fair treatment. 
The big question for today should not be how low can rates be forced, 
but are the railroads, even with the present rates, going to be able to 
handle the business of the future. It is not a matter of getting cars 


today or tomorrow, but of getting equipment for next year and the 
year after. 


Next to agriculture, transportation is the greatest business and 
the greatest industry in America. It is the great fundamental basic 
industry. Men who advocate and protect the interests of farmers are 
no more patriotic and are not any more serving the public interest 
than would be the men advocating and protecting the vital needs of 
this great industry if there were a railroad “‘bloc’’ in Congress as 
there is a ‘“‘farm bloc.” 


Why not have a five or ten year ‘‘closed season’”’ for railroads, 
protecting them from Congress and the states? 


CONSOLIDATION HEARINGS 


The Trafic World Washington Bureau 


Hearings in No. 12964, consolidation of railroads, will be 
resumed in Washington, November 17, before Commissioner Hall 
and Examiner Healy, when testimony will be received on Sys- 
tems 14 and 15, as provided in the tentative plan. System 14 
embraces the Burlington, Northern Pacific, Chicago Great West- 
ern, Minneapolis & St. Louis, and Spokane, Portland & Seattle. 
System 15 embraces the Chicago, Milwaukee & St. Paul, Great 
Northern, Chicago, Terre Haute & Southeastern, Duluth & Iron 
Range, Buluth, Missabe & Northern, Green Bay & Western, 
Butte, Anaconda & Pacific, and Spokane, Portland & Seattle, 
the latter to be in either 14 or 15. Hearings will be held later 
in the West. 


SOUTHEASTERN CLASS RATE INQUIRY 


(Special Correspondence from Asheville, N. C.) 


The North Carolina Traffic Association, through M. R. Bea- 
man, secretary, witness at the Asheville session of the south- 
eastern class rate inquiry, which was-resumed October 4, moved 
that North Carolina be excluded from Southeastern Territory so 
far as this inquiry is concerned. Practically all his testimony 
was designed to show that Carolina should not have a scale of 
class rates on a basis similar to that of the rest of the south- 
east, due to its proximity to the Trunk Line territory of the 
Virginia cities. 

Mr. Beaman’s exhibits set forth the close relation between 
North Carolina and the Virginia territoy, and indicated the rail- 
roads and their branches which served Carolina by way of the 
Virginia cities. 

He cited instances in the rate history of North Carolina, 
pointing out the changes that had taken place in that section 
in the last fifteen years which tended to divorce Carolina from 
the rest of the southeast. He said North Carolina was so closely 
related to Trunk Line territory as to be practically a part of it. 

Any rezoning of North Carolina, he said, would result in con- 
fusion and vast damage to the business interests, whose pro- 
moters were “up in the air” and desirous of adjusting their 
affairs on the pesent rate standards. North Carolina, he held, 
was entitled to the same rates from Ohio River crossings and 
Central Freight Association territory as the Virginia Cities, if 
distance had anything -to do with rate making and if density 
of traffic was a determining factor. 


Attorney C. J. Rixey, representing the carriers, objected to 
Mr. Beaman’s testimony, pleading that it should be thrown out 
because it was not relevant. Examiner Wagner ruled that the 
testimony should be given, but called Mr. Rixey’s attention to 
the fact that his objection had gone into the record and would 
receive later consideration. 


Mr. Rixey, cross examining Mr. Beaman at the conclusion of 
his direct testimony, brought out that many of Mr. Beaman’s 
figures showing the density of North Carolina traffic were com- 
piled by the carriers. 


Commissioner Joseph B. Eastman announced at the open- 
ing of the October 5 session, that the Asheville hearing would 
recess that afternoon until October 11. 


North Carolina shipping interests continued their testimony 
in support of their petition to be treated separately from the 
rest of the southeast in any future class rate adjustment. 


L. BE. Oliphant, representative of the Central Freight As- 
sociation carriers, was called to the stand and further defended 
the plan of the railroads to readjust Carolina class rates. He 
charged that eastern North Carolina interests were insisting on a 
course that would result in discrimination against western North 
Carolina and intimated that the strength of the state as a whole 
in this investigation was behind the eastern communities, due 
to their stronger traffic organizations and greater density of 
interest and population. 
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LIQUOR BARRED ON SHIPS 


Upsetting the decision made by Elmer Schlesinger, formerly 
chief counsel of the Shipping Board, that sale of liquor on Ship- 
ping Board vessels was legal, Attorney-General Daugherty late 
October 6 submitted an opinion to the Secretary of the Treasury 
that the practice of selling liquor on American ships outside 
the three mile limit is not permissible, under the law, and that 
the eighteenth amendment and the Volstead act prohibit as un- 
lawful the possession and transportation of liquor even on for- 
eign ships while in American territorial waters, whether such 
liquor be sealed or open. President Harding immediately di- 
rected Chairman Lasker to stop the sale of liquor on all Ship- 


ping Board boats and requested Secretary Mellon to formulate 
regulations for the enforcement of the law. 


The Attorney-General said he understood foreign owners 
were prepared to bring a test suit and that the Department of 


Justice would cooperate to have the question decisively settled 
by the courts. 


American territorial waters are construed by the ruling to include 
those not only within the three mile limit of continental United States, 
but also those within the same limt of Porto Rico, the Philippines, the 
Hawaiian islands, Alaska, and the Virgin islands. The Panama canal 
zone is specifically exempted by the statute. 

Chairman Lasker of the Shipping Board, commenting on Attorney 
General Daughtery’s decision pointed out disadvantages that will re- 
suit to the American merchant marine. He said: 

The attorney general’s decision is, of course, one that I accept 
and will co-operate with. I want to point out, however, the effect of 
the inclusion in the decision, of foreign flag ships. It will take ex- 
perts of the treasury department many weeks to work out ‘the rulings 
necessary to keep within the international laws involved. During those 
weeks, of course, foreign ships will have the advantage over Amer- 
ican ships. 

I have no doubt that the foreign flag companies. will immediately 
go into court. We will assume that they will find a court that will 
grant them an injunction. We will presume that the injunction will 
be continued until the Supreme court decides the issue. That will 
mean a year or two, during which the foreign flag ships will have 
the advantage over American ships. 

If the Supreme court should decide that the law cannot apply to 
foreign ships on the ground that the territory of a nation follows its 
flag, then, of course, the advantage to the foreign ships will be per- 
manent. 

Let us suppose that the Supreme court concurs in the decision. 
There is nothing that could prevent the foreign flag ships on the 
waters bound for America from carrying liquor and throwing over- 
bw the little that will remain at the beginning of the three mile 
mit. 

We all know that the backbone of the passenger ship trade is 
the immigrant. The immigrant, we all know, uses wine and beer as 
the American uses butter. The immigrant trade in the future will 
entirely go to the foreign ships. Without the immigrant no passenger 
ship can pay. 

It is certain that under this ruling Montreal trans-Atlantic busi- 
hess will be vastly increased. Let us consider ships from South 
America. The South Americans will come on their ships because 
they can come with liquor. Or, even they could go to Montreal. 

In the Pacific, this ruling may mean a severe blow to some of 
our port cities, Seattle and Portland. Today the oriental trade is 
flowing largely into Vancouver. Vancouver has the drop. no us now 
and if this decision stands it will continue to. 

I am not discussing this from the standpoint of prohibition. 
Iam simply discussing the facts. The class of Americans who: travel 
abroad are those who like a drink occasionally and that foreign 
travel has increased vastly since the enactment of prohibition in 
this country. 

I also want to emphasize the fact that we cannot have a mer- 
chant marine of cargo ships alone. 

Without a well balanced merchant marine we will have no 
haval support and no assurance of commercial communication with 
other nations in time of peace. We must have a merchant marine. 


he decision makes immediate passage of the subsidy bill more nec- 
essary than ever. 


Lasker Issues Orders 


Chairman Lasker, ef the Shipping Board, issued an order 
October 7 directing masters of Shipping Board vessels to remove 
therefrom and to surrender to Treasury Department officials all 
intoxicating liquor aboard the ships. This action was in com- 
Dliance with the orders of President Harding following the an- 
houncement of the opinion of the Attorney-General. Under the 
order any officer or member of a crew of a passenger or freight 
Shipping Board vessel found to possess intoxicating liquor on 
board ship will be dismissed from the service. 


The ruling by the Attorney-General was not unexpected. The 
Uproar which followed disclosure that the Shipping Board was 
sling liquor on its boats and the ruling of Chief Counsel Schles- 
iiger that such sales were legal, was such that, from a political 
boint of view and also from the point of view of not putting 
obstacles in the way of the Administration’s ship subsidy pro- 
gram, it could not be revived by a holding that the Eighteenth 


iMendment and the Volstead law were meaningless so far as 
ships were concerned. 


; President Harding, in a letter to Secretary Mellon, a similar 
titer having been sent also to Chairman Lasker, said: 


rene have asked the Attorney General to place in your hands his 
and 5 relating to the application of the Eighteenth amendment 
int the Volstead act to the. service and the transportation of 
oxicating liquors on American ships at sea and the transpor- 
7 va of intoxicating liquors on all vessels within American waters. 
Water ae, you will note, holds: all transportation in American 
nd te to be contrary to a.recent decision of the Supreme Court, 
contre sportation and traffic on American vessels to be wholly 
States & to law. I have directed the chairman of the United 
8 Shipping Board to order immediate observance of the law 
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on all government vessels, and desire Fe 4 te to give like notice to 
the masters of all privately-owned ships operating under the 
American flag. 

You will note that the ruling holds the possession or trans- 
portation of all intoxicating liquors by foreign ships in American 
waters to be contrary to the decision of the court. You will, 
therefore’ proceed to the formulation of regulations for the en- 
forcement of the law, and -such notice to the agents of foreign 
shipping lines touching American ports or docking therein as 


becomes the circumstances and commits us to full enforcement 
of the law. 


Summing up his findings, Attorney-General Daugherty said: 


I am of the opinion that under the rules of fair intendment 
American ships, wherever they may be are included in the terms 
of the Highteenth améndment, “territory subject to the jurisdic- 
tion” of the United States, so that manufacture, transportation 
or sale of intoxicating liquors for beverage purposes is prohibited 
thereon. To construe otherwise would, in my opinion, violate the 
unmistakable intent in its adoption, such intent clearly adduced 
from a study of the circumstances out of which it grew, and 
voiced by the Supreme Court in the Walker and Anchor Line 
cases. 

This interpretation is further supported by the many authori- 
ties that have held ships to be “constructive torusteaz” of the 
country whose flag they fly. Such decisions undoubtedly extend 
the protecseee. as well as the inhibitions of the country’s laws. 

he national prohibition act is an act of general jurisdiction 
in force wherever the Eighteenth amendment applies; and the 
courts of the United States have jurisdiction to punish its viola- 
tions on the high seas. 

I am forced to the opinion, under the ruling of the Walker 
and Anchor Line decisions that foreign os carrying intoxi- 
cating beverage liquors as ship stores or otherwise, within the 
three-mile limit of our shores, are violating the provisions of the 
national prohibition act, prohibiting possession or transportation 
of intoxicating liquor for beverage purposes. The Supreme Court 
therein has held that it is not material that the liquors may not 
be intended for beverage uses within the United States, because 
the court emphasized that the Eighteenth amendment marks a 
revolution in our former national policy toward intoxicating 
liquor and does not confine its prohibition in any meticulous way 
within the United States but. on the contrary, its intent was as 
far as possible to “stop the whole business.” 


President Harding, in a letter to Secretary. Mellon, issued 


the following instructions with regard to enforcing the law 
against liquor on vessels: 


Supplementing my letter of instruction of October 6, relating to 
the enforcement of the Eighteenth amendment and the prohibition 
enforcement act, as applied to carriers at sea. you will please direct 
United States customs officials ‘to give notice to all shipping lines 
that pending the formulation of regulations, the enforcement of the 
prohibition of transportation of cargoes or ship stores will not be 
practicable in the case of foreign vessels leaving their home ports or 
American vessels leaving foreign ports on or before October 14, 1922. 
Any earlier attempt at enforcement, in absence of due notice and 
ample regulations, would be inconsistent with just dealing and have 
a tendency to disrupt needlessly the ways of commerce. 


This delay in full enforcement does not apply to the sale of 
intoxicating liquor on vessels sailing under the American flag. 


Foreign Lines Contest Ruling 


Officials of the Cunard and Anchor Steamship companies 
October 11 in New York instituted proceedings in the United 
States District Court to restrain government officials from seizing 
either their ships or the liquor aboard on the high seas. The 
application for the injunction, after it had been opposed by 
Assistant United States Attorney Clarke, was refused by Judge 
Hand, who, however, ordered the federal authorities to show 
cause why the order should not be granted. Argument will be 
heard on October 18. 

The Anchor Line is a subsidiary of the Cunard company. 
Ships of both concerns are under British registry. 

The complaint of the steamship companies attacked the 
legality of the Attorney-General’s decision on the ground that 
it was in contravention of the general commerce treaty of 1815 
and a misinterpretation of the Volstead act. 

The eighteenth amendment, the complaint set forth, had 
been misinterpreted as to its clause covering the transportation 
of liquor. While the act declared it illegal to transport liquor, 
the complaint pointed out, it did not decree possession of liquor 
aboard ships as a violation of the law. 

Attorneys who appeared for the government said a tem- 
porary stay would not be necessary, as the Treasury Department 
would not attempt to force the ruling until October 14. 


Seek to Trade for Subsidy 


The plan of the American Steamship Owners’ Association, 
however, expressed in an official statement October 11, is to 


_ abide peacefully by the Daugherty ruling if the prohibitionists 


will, in return, lend their support to the ship subsidy bill now 
before Congress. ; 
Enumerating the disadvantages which private American ves- 


sels running dry will stffer in competition with foreign ships, 
the association says: 


There is but one way. in which this disadvantage can be met, and 
teas - a4 mma aid along the lines now provided for in the national 
shippin ill. 

The association believes that the friends of prohibition appreciate 
the situation and will be among the strongest advocates of giving 
to American ships every assistance. that is necessary to maintain 
and upbuild the merchant marine. 


The association’s stand is against any concerted effort to 
retain liquor on passenger ships. “However, it is a foregone 
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conclusion that if the Attorney-General is ultimately sustained 
American ships will be placed at a great disadvantage,” the 
statement says, continuing as follows: 


The loss in profits to American ships from the sale of liquors will 
be inconsequential. The serious loss will come from the driving of 
passengers to foreign passenger ships, not only in the transatlantic 
trades, but more particularly in the transpacific, South and Central 
American and West Indian trades, where all ships customarily touch 
at intermediate foreign ports. 


Driving the passengers to foreign ships will make those ships the 


instruments by which the trade of our competitors will be advanced 
and developed. 


Judge Hand, in New York, October 12, granted a temporary 
restraining order enjoining local enforcement authorities from 
molesting liquor on board the American steamers Finland and 
St. Paul and another order directing the government agents 
to show cause why an injunction should not be issued restrain- 
ing them from interference with twenty-four ships of the British- 
owned Cunard and Anchor lines. 

The injunction was issued on application of the Interna- 
tional Mercantile Marine Corporation, which controls the Amer- 
ican Line, operating the Finland and St. Paul. 

The Cunard complaint pointed out that the carrying into 
effect of the Daugherty opinion would cause the steamship com- 
panies great pecuniary loss by reason of difficulty in obtaining 
crews and by the diversion of passenger business to Canadian 
ports. It further stated that it would be impossible to comply 
with foreign laws, notably an Italian law requiring wine of 12 
per cent alcoholic content be supplied to officers, members of 
the crew, and third class passengers. 

The ruling, the complaint continues, would also violate ex- 
isting treaties between the United States and Great Britain. 
It further alleges that the interpretation on the national pro- 
hibition act renders the act unconstitutional and void. 


GERMANY’S MERCHANT MARINE 


“While American shipping awaits aid that will enable it 
to compete with foreign vessels, Germany is developing its 
merchant marine at a rate that bids fair to restore it before 
long to its pre-war position, when it was second only to Great 
Britain on the seas,” says a statement issued by the National 
Merchant Marine Association. “The gains Germany is making 
in carrying American commerce, recall forcibly the statement 
of British shipping men in the post-armistice period that the 
American merchant marine would find ample employment in 
taking over the carrying trade which Germany lost with the 
losing of the war. , 

“Stripped of practically all its steam seagoing tonnage by 
the peace terms, Germany a year ago had managed to assemble 
slightly more than 600,000 gross tons. Today she has not far 
from 2,000,000 tons of shipping and is well on her way toward 
her pre-war figure of five million tons. During 1920 only 35,000 
net tons of German ships carrying cargoes entered and cleared 
American ports; but last year the total was close to 200,000 
tons. This year it will be far in excess of that figure. 

“The value of goods carried in American trade by German 
ships furnishes another index of how Germany is developing 
her merchant marine in competition with American vessels. 
re al and exports carried by Teuton ships have been as 
ollows: 


ee? (SOE a 2s oc cece ieee epeteccecbewces $ 131,000 
Sepa emi “Rome 2. SS en Siew ctescopuceee 9,685,000 
SEY WOON ROU OU eee ces cecmepe tioctescospes 17,212,000 
Po a RELL CS AOE SR: Oe Se eS a ae 44:119,000 


“Not only has Germany increased its tonnage vastly and 
its carrying trade as well, but she has re-established every one 
of her pre-war shipping routes. As a striking example of Ger- 
many re-entering sea trade, the resumption of Australian busi- 
ness is illuminating. Australia’s trading-with-the-enemy act ex- 
pired at midnight, July 31 last. Within a few moments signals 
came from a German-Australian liner off the Port of Sydney 
and at daybreak, August 1, she made the harbor. 

“Financial statements of all the German shipping companies 
for 1921 show substantial profits. The companies have in bank 
amounts more than equaling their capital stocks and more 
than two and a half billion marks are available for new ships. 
It is true that just now many of Germany’s trade services are 
maintained by old vessels salvaged from the war or bought 
since the armistice, but the shipbuilding program fostered by 
the government and by Hugo Stinnes, Germany’s commercial 
giant, calls for only the most economical and up-to-date craft. 

“Karl C. Stimming, director-general of the North German 
Lloyd, who arrived in America about the middle of September, 
says his company, which had a million tons before the World 
War, now has $370,000 tons busy and would add 200,000 tons 
within the next year. This new tonnage will be made up of 
21 passenger steamers, the largest of which, the Columbus, of 
32,000 tons, will be commissioned early in 1923. Stimming said 
that German marine thought was not turning to the largest 
type vessels such as the Majestic, Berengaria and Leviathan, 
all German-built, but to the 15,000 to 30,000 ton passenger craft 
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that could be used in almost all trade. Each of the three Ger. 
man-built ships named is upward of 50,000 tons. 

“German shipbuilders are meeting the problem of obtaining 
raw material by buying obsolete British and American tonnage 
(when they can get it) and breaking it up. They have driven 
Holland out of this business. The larger ship plates are cut 
down for smaller vessels and the scrap remelted. There are 
more than 9,000 ships of almost 10,000,000 gross tons in the 
world that are more than twenty years old and almost ready 
for scrapping, so it is easy to see a vast supply exists. 

“The Stinnes Line, founded since the war, already has a 
tonnage equal to the North German Lloyd’s. It has a South 
American service already established and will extend its op- 
erations to the Far East as soon as it gets enough ships. One 
of its recent purchases was the former Bahia Castillo, a 10,000- 
ton passenger ship, owned by the Hamburg American Line be- 
fore the war and delivered to the allies after the armistice. 

“Consolidations of German shipping companies within the 
last year have strengthened the German mercantile materially 
and eliminated German competition among Germans, on the 
seas. Examination of the several mergers, interlocking stock 
ownerships, directorates, etc., shows plainly how fast Germany 
is establishing a vast shipping trust—a commercial navy that 
is designed to bring to the Teuton the world supremacy he 
could not obtain by force of arms and by plunging the civilized 
world into bloodshed.” 


SHIPPING BOARD AFFAIRS 
The Trafic World Washington Bureau 


The Shipping Board, through the Emergency Fleet Corpora- 
tion, has agreed with the managing agents of Shipping Board 
vessels engaged in the United Kingdom and Continental trade 
to give the agents more responsibility and to reduce the activi- 
ties of the board’s organization in England and Europe. 

Joseph E. Sheedy, vice-president in charge of operations, 
announced that agreement had been reached as to fixed allow 
ances for deck, engine and stewards’ supplies, but he declined 
to make the allowances public, saying the board did not wish 
its competitors to have the figures. Mr. Sheedy said: 


This arrangement is part of the general pics for placing 
more responsibility in the hands of operators of Shipping Board 
vessels in anticipation of the time when the government-owned 
fleet is finally disposed of. Furthermore, it was made necessary 
by the fact that the division of operations is now working under 
a budget and has a definite allowance for operating cost beyond 
which it cannot go. 

The estimate arrived at concerning what should be con- 
sidered a fair allowance for deck, engine and stewards’ stores 
was reached after a thorough study of over 100 voyages. The 
board did not strike a general average but selected 12 of the 
most efficient lines and then reduced those to six before deter- 
mining the basis. As a result we have brought to the attention 
of operators the possibilities of a large reduction in the costs 
for stores on our vessels. . 

The committee representing the managers co-operated with 
us in this work, and will continue to do so. We do not want to 
work a hardship on any operator. The committee representing 
the operators will act with a committee of the Emergency Fleet 
Corporation in the working out of this plan. 

In addition to squaring the division of operations with its 
budget and assisting operators in obtaining a definite view of 
their costs, this plan will remove one more variable and enable 
the Shipping Board to have cost of operations which should be 
of value to prospective purchasers of its vessels. 

Of the program outlined by the board some weeks ago 
decision on fixed allowances and the placing of greater respons- 
ibility on operators in the matter of repairs are now under way. 
With these steps and the excellent work being done by the fuel 
conservation committee improvement may be looked for, and 
with government aid the outlook for the American merchant 
marine is decidedly encouraging. 


AUSTRALIA’S MERCHANT MARINE 


The continuance of Australia’s government owned merchant 
marine has become an issue in commonwealth politics, says 
Eugene T. Chamberlain of the transportation division of the De 
partment of Commerce. While the fleet, which was born of the 
war, made large earnings during the war and the armistice 
period, its operations last year resulted in a deficit and much 
opposition to continued maintenance of the fleet as a goverl 
ment institution has developed. 

In November last, during a mild rate war between the Com: 
monwealth line and the so-called Conference of British steamshiP 
lines operating to Australia, Lord Inchcape, president of the 
Peninsular & Oriental Line, cabled to Prime Minister Hughes 
that, “recognizing and admitting freely that the Commonwealth 
government, with the taxpayers behind it, can go on indefinitely 
and that the Conference lines may eventually be ruined,” he 
was prepared to recommend to the Conference Lines that they 
purchage the steamers of the Commonwealth Line at reasonable 
prices. Much. discussion of this offer followed, mainly in the 
newspapers, and Prime Minister Hughes finally stated that if the 
ships were good enough for Lord Inchcape to want them they wel? 
good enough for the Commonwealth to keep, in which decision 
Parliament sustained him, at the time; but many members © 
Parliament are now believed to be of the opinion that the govel™ 
ment should get out of the shipping business. The question % 
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October 14, 1922 


continuance or discontinuance will probably be placed before 
the people in the general parliamentary elections in December. 

The Australian Commonwealth merchant fleet owes its ex- 
istence directly to Prime Minister Hughes. As early as 1916 Aus- 
tralia found difficulty in moving its wool and wheat to the Allies, 
as So Many ships had been withdrawn from the Australian trade 
for transportation of troops and supplies and for intensified 
service over shorter routes to England and France. The Prime 
Minister was in London in 1916 and failing to charter ships to 
move 2,000,000 tons of wheat to the allies, he purchased 15 Brit- 
ish-built cargo ships of 105,000 deadweight tons for £2,052,000. 
These ships began in October, 1916, to move Australian cargo to 
Europe, and ever since have been more or less continuous serv- 
ice, except two ships, fully insured, which were sunk by the 
enemy and two sold at a profit of £108,000. Australia had al- 
ready seized in her ports 18 enemy steamers of 83,021 gross tons 
and the government was operating them, partly for the trans- 
port of Australian troops to the various battle fronts. Neither 
the British-built ships bought nor the German ships seized added 
to the tonnage afloat and Australia resolved in 1917 to under- 
take the building of a fleet of ocean steel] steamers at home. 

The building program comprised 24 steel steamers each of 
101% knots speed and about 5,500 deadweight tons (3,500 gross 
tons), of which 14 were to be built in government yards and 10 
by three private companies, which had to create their yards. 
Still later contracts were let with British yards to build 5 steam- 
ers for the immigrant trade to Australia, each of 15 knots speed 
and 13,000 gross tons. Two of these, the “Moreton Bay” and 
“Larg Bay,” are now in operation. Besides these Australia pur- 
chased several sailing vessels, made contracts for several wooden 
steamers in Australia, subsequently canceled, and contracted for 
14 wooden steamers in the United States, of which 5 were deliv- 
ered, the whole American contract and operation of the 5 steam- 
ers delivered involving the Commonwealth in a loss of £2,323,636. 

The results of the financial operations of the merchant fleet 
of the government of the Commonwealth of Australia are not 
set forth in detail in annual reports. As the Commonwealth fleet 
is in competition with private steamship lines, the Australian 
government takes the view, similar to that held for some time by 
the United States Shipping Board, that the full publication of the 
fnancial operations of the government fleet would disclose in- 
formation valuable to competing steamship lines under the Brit- 
ish and other flags. 

Up to September, 1922, the only information available to the 
public as to the financial operations of the Commonwealth fleet 
was that presented to the Australian Parliament in an address 
on November 16, 1921, by Mr. Hughes. This statement cov- 
ered the operations of the fleet up to June 30, 1921, or for nearly 
five full years of the ships bought in England and of the seized 
German ships. The first two of the Australian-built ships were not 
delivered until the last half of 1919 and the next four during the 
year 1920; the remaining seven Australian-built ships and the 
five 15-knot ships built in England were not delivered until the 
last half of 1921 or in 1922. 

The broad features of the financial condition of the Aus- 
tralian. fleet, as shown by the premier’s speech, may be concisely 
summarized in the following table: 


f Gross First Net 
Origin of Steamers No. Tons Cost Earnings 
Bought in England in 1916 .... 11 47,937 £1,621,578 $2,993,245 
ma-enemy ships.........-.-..<0 18 83,021 »315 4,066,266 
Built in Australia (1919-21) .. 10 33,447 1,822,472 84,588 
Building in Australia (1921-22) 7 23,414 Rweeene 1° *swexiee. 
Building in England (1921-22) 5 69,226 S000000 <. .. wWccecice 
ONE ¢ ua tclede testo ucs whol 51 257,045 10,706,976 7,144,099 


To the net earnings for the five years are to be added 
for brokerage and commissions £181,995, for the net earnings of 
sail vessels £41,382, and for the net gain on the sale of ships 
£74,343, in all £297,720, making the total net earnings £7,441,- 
819. The government, of course, has not paid itself interest 
on the first cost of the ships, and it has made no allowance. for 
depreciation. The premier argues that the net earnings up to 
June 30, 1921, could be applied as interest and depreciation to 
the fleet, and as a result the fleet could be written down to a 
Value of £3,527,157 (Note: The actual subtraction comes to 
£3,265,157), for which the government would have had a fleet 
of 51 steamers of 257,045 gross tons, of which half in number 
and tonnage are less than five years old. The fleet, accordingly, 
including ships building, valued at their total estimated final 
cost, would stand on the books of the government at an average 
Value of about $66 per gross ton, or $41 a deadweight ton, an 
average valuation, considering all the ships in question, high, but 
hot excessive, for the date, June 30, 1921. 

But the statement takes no account of the losses incurred 
on wooden steamers, and it was made before the generally un- 
favorable results of shipping operations during the year ended 
June 30, 1922, were at hand. The Australian government’s loss 
on contracts for wooden steamers ordered in Australia and can- 
telled was £291,877 and the loss on the American wooden steam- 
Ss was £2,323,636, in all a loss of £2,615,513. If this loss had 

en deducted from the net earnings of the governmenit’s fleet 
for five years, the book value of the fleet would have risen to 
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£6,200,000. Mr. Hughes contended, however, that the loss of 
$11,000,000 on the contracts for American-built wooden steamers 
should not be included in any financial statement of the Aus- 
tralian government fleet, because the government never had 
any intention of incorporating such ships in the Australian fleet, 
but ordered them for the sole purpose of carrying Australian 
wheat to America during the submarine assault, thus releasing 
added quantities of American wheat for Europe, and reducing 
accordingly the time ships had to be at sea in order to help feed 
the Allied armies and civilian populations. 

A late dispatch states that for the year ended June 30, 1922, 
operating expenditures were £2,722,474, operating receipts £2,- 
718,837, a deficit of £4,317, while capital expenditures were 
£3,811,813. The capital investment seems to have been made 
out of the £7,441,819 net profits of the wartime and armistice 
period, to which Mr. Hughes referred in stating that he’ could 


write down the value of the fleet as of June 30, 1921, to 
£3,527,157. 


PACKING OF GOODS FOR INDIA 


“Since the announcement that the transportation division 
of the Bureau of Foreign and Domestic Commerce had under- 
taken the investigation of the best practices in export packing, 
great interest has been evinced in the subject,” says a state- 
ment issued by the Department of Commerce. 

“While unquestionably the export packing of many of the 
larger and older established concerns is of a high standard, 
criticisms are still directed against American packing and mark- 
ing methods, the most recent of which is contained in a report 
received from Consul Avra N. Warren, Karachi, India. 

“He states that complaints have come to the consulate re- 
garding the breakage of goods in transit and the losses sus- 
tained by local importers of American goods. The occasional 
direct freight service from north Atlantic ports in the United 
States to Karachi necessitates the transshipment of large quan- 
tities of freight at both British ports and Bombay, destined to 
Karachi. On account of this transshipment the utmost care 
must be taken in the packing of goods, for poor packing means 
loss of time, money, and a market, and delay in obtaining re- 
placements and repairs on account of breakage. The consul 
makes it clear that part of the Germany exporters’ appeal to the 
trade in India is careful packing that permits delivery of goods 
to the importer at Karachi in excellent condition. 

“The Karachi Chamber of Commerce, according to'the consul, 
complains that American exporters fail to stamp their export 
goods with the country of origin, which is.in violation of the 
customs laws of India, and every violation of the law brings 
the imposition of a fine. The consul states that importers of 
American textiles, jewelry and tools have paid fines in several 
instances -because of unmarked goods, and lack of attention to 
details of this kind will work a distinct injury to our trade.” 





STEVEDORING CONTRACTS 


Commission T. V. O’Connor, of the Shipping Board, an- 
nounced this week that stevedoring contracts had been awarded 
at the following ports to the following bidders: At Mobile, 
Ala., to the Mobile Stevedoring Company of Mobile; at Gulfport, 
Miss., to Ladnier & Dent Stevedoring Company of Gulfport, and 
at Pensacola, Fla., to M. A. Quina of Pensacola. 

The new rates become effective November 1, 1922. 

A reduction has been obtained at Mobile of approximately 
17 per cent on lumber and timber, 8 per cent on cotton and 
rosin, 54% per cent on turpentine and 16% per cent on general 
cargo. 

At Gulfport the rates are approximately 17 per cent lower 
on lumber and timber, 8 per cent on cotton, 16% per cent on 
rosin and turpentine and about 10 per cent on general cargo. 

The rates have been reduced at Pensacola approximately 
17 per cent on lumber, 22 per cent on timber, 23 per cent on 
rosin and 11 per cent on turpentine. 


POSTAL SERVICE TO URUGUAY 


Announcement is made by Postmaster General Work that 
the two-cent letter rate is established with Uruguay beginning 
October 12. Notice has just been received of the ratification 
by the South American republic of the Pan-American Princi- 
pal Convention and the Pan-American Parcel Post Convention, 
thereby adding another nation to the list of those to which 
a letter may be sent for two cents. 

The agreement provides for the following postage rates 
among the countries signing the convention. 


Letters: 2 cents for each ounce or fraction thereof. 

Postal cards: 1 cent for each single card; 2 cents for each double 
card. 
Samples: 2 cents for ‘the first four ounces or less and 1 cent for 
each additional 2 ounces. Maximum weight limit 18 ounces, 

Commercial papers: 5 cents for the first 10 ounces or less and 
1 cent for each additional 2 ounces or fraction of 2 ounces. Maximum 
weight limit, 8 unds, 12 ounces. 

Printed matter: Newspapers and periodicals, entered with the 
Post Office Department as second class matter: When mailed by 
the public generally, 1 cent for each 4 ounces or fraction of 4 ounces; 
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when mailed by publishers or news agents, the rates prescribed in 
peresre ph 1, and 4, section 429, Postal Laws and Regulations 
apply. 

All other printed matter: 1 cent for each 2 ounces or fraction 
of 2 ounces. Maximum weight limit, 8 pounds, 12 ounces (single 
volumes. of printed books, 11 peunas). 

‘Reading matter for the blind: 1 cent for each 18 ounces or frac- 
tion of 18 ounces. Maximum weight, 8 pounds, 12 ounces. 

gistration fee, 10 cents in addition to postage. 

Parcel post: Postage rate, 12 cents for each poms or fraction of 
a pound, as heretofore. Maximum weight limit, 22 pounds instead of 
11 pounds, as heretofore. Maximum dimensions, 3 feet 6 inches in 
length and 6 feet in length and girth combined. 


EGYPTIAN COTTON SHIPMENT 
W. J. Love, vice-president and general manager of the 
United States Shipping Board Emergency Fleet Corporation, 
received a cable, October 10, stating that the Shipping Board 
vessel Hog Island left Alexandria with the first shipment of 
Egyptian cotton, this season, for Boston, consisting of 8,453 bales. 


BOARD GETS OIL TRAFFIC 


Announcement has been made by the traffic department of 
the Emergency Fleet Corporation of the closing of a contract 
with the Standard Oil Company for the transportation of case 
oil to Brazilian and other ports on the east coast of South 
America. The contract involves the carriage of from two to 
two and a quarter million cases a year, officials said. The 
International Freighting Corporation, operator for the board, 
will handle the new business, it was said. The traffic formerly 
has moved largely in foreign flag ships, it was said. 


SCHEDULE OF SAILINGS 


The Commission has issued its second pamphlet containing 
schedules Of sailings of steam vessels as furnished by ste#m- 
ship companies in compliance with section 25 of the interstate 
commerce act. The schedules are published as received by 
the Commission in the Daily Traffic World and in the Traffic 
Bulletin. 


Personal Notes 





E, A. Montgomery has been appointed general agent of the 
Mississippi Central Railroad Co. and the Louisiana & Arkansas 
Railway Co., with headquarters at New Orleans, vice J. D. You- 
man, resigned to accept service with another company. 

G. D. Williams, formerly of the Nashville, Chattanooga & St. 
Louis Railroad, has been appointed general agent of the traffic 
department of the Chicago, North Shore & Milwaukee R. ‘R. at 
Chicago. 

The New York Central has announced the following ap- 
pointments: W. J. Keller, division freight agent, with headquar- 
ers at Toledo, Ohio, vice Ben Wagner, promoted; Ben Wagner, 
assistant general freight agent, with headquarters at Chicago, 
vice E. L. Whitney, promoted; Leroy Blue, division freight agent, 
with headquarters at Kankakee, Ill, vice W. J. Keller, promoted. 

Le Roy Hatfield has been appointed general agent of the New 
York, New Haven & Hartford at Atlanta, Ga. 

I, W. Preetorius has taken a position as general traffic 
manager of the General Box Corporation, with offices at Chicago. 

Effective October 15, M. C. Burton is appointed general indus- 
trial agent of the Atchison, Topeka & Santa Fe, with head- 
quarters at Topeka, Kan. 

Charles O’Hara has been appointed general traffic manager 
of Cudahy Brothers Company, with headquarters at Cudahy, Wis. 

The Atchison, Topeka & Santa Fe announces that, effective 
October 1, J. F. Jarrell, in addition to his duties as editor of 
“The Earth,” will take charge of agricultural development mat- 
ters on lines east of Albuquerque, with title of manager agri- 
cultural department. 

Announcement is made of the appointment by the Chicago 
& Alton Railroad Company of J. X. Kinberger, commercial agent, 
St. Louis, vice C. F. White, resigned, to engage in other business. 

W. A. Lowe has been appointed district freight agent of the 
Canadian Pacific Railway Co., with offices at Fort Willian, Ont., 
vice J. J. Weegar, transferred. 

The following appointments have been announced by the 
Grand Trunk Railway System; D. E. Galloway to be assistant 
vice-president, Grand Trunk Railway System; C. G. Bowker to 
be operating manager (and assume the duties heretofore per- 
formed by the vice-president in charge of operation) on lines 
east of the Detroit and St. Clair rivers; C. Manning, to be as- 
sistant operating manager, lines east of the Detroit and St. Clair 
rivers. 

J. H. Fox has been appointed district freight agent of the 
Canadian Pacific Railway Company, with office at Vancouver, B. 
C., vice A. J. Cambie on leave of absence on account of ill health. 

The United American Lines, Incorporated, announce the fol- 
lowing appointments: John N. Levins, general freight agent, 
Intercoastal Division at New York; George W. White, manager 
of Pittsburgh office, vice John N. Levins. 
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The Detroit Trust Company has been appointed receiver of 
the. Detroit, Bay City & Western Railroad by the United States 
District Court for the eastern district of Michigan. The follow- 
ing appointments have been made by A. C. McDannel, general 
manager for receiver: F. D. Gouldburg, general freight and pas- 
senger agent, Bay City, Michigan; Leo C. Van Lann, auditor, Bay 
City; William N. Boyd, chief engineer, Bay City; J. A. Buechler, 
master mechanic, Bay City; F. E. Pinkerton, superintendent of 
car service, Bay City; G. H. Greenaway, superintendent, Port 
Huron, Mich. 

Announcement that T. A. Hamilton would resign as vVice- 
president of the St. Louis & San Francisco Railroad and become 
president of the International & Great Northern, was made at 
the general offices of the Frisco at. St. Louis, Mo., October 12. 
He will assume the presidency of the I. & G. N. about Decem- 
ber 1. 


DOINGS OF THE TRAFFIC CLUBS 


The Traffic Club of Augusta, Ga., organized June 30, of this 
year, is making rapid progress. It has already leased modest 
permanent quarters and plans to have at least one principal 
speaker at each monthly meeting, alternately of shippers and 
carriers, to discuss some phase of traffic. General Manager Pur- 
vis of the Georgia & Florida R. R. will address the meeting 
October 20. 





The third annual railroad banquet given by the Transporta- 
tion Club of Decatur will be held October 19 at Hotel Orlando. 
The Rev. Frank ‘Wicks, pastor of All Saints Unitarian Church, 
Indianapolis, Ind., will be toastmaster. O. S. Lewis, freight 
traffic manager, Baltimore & Ohio R. R. Co., is to be the princi- 
pal speaker. 





Canadian National-Grand Trunk night was observed by the 
Traffic Club of Utica at its dinner meeting October 10 at the 
Hotel Martin, Utica. The evening was devoted to the subject of 
“Importing and Exporting.” ‘The speakers were the following: 
Ira W. Gantt, assistant general freight agent, C. N.-G. T., Buf- 
falo, N. Y.; H. S. Head, foreign freight agent, C. N.-G. T., New 
York City; George Tarbell, New England agent, C. N.-G. T., Bos- 
ton; E. E. Bockstedt, general traffic manager, Columbian Rope 
Co., Auburn, N. Y. 





The St. Clair River District Transportation Club was organ- 
ized at Port Huron, Mich., October 9. The following officers were 
elected: President, Ernie C. Miller, traffic manager of the Mueller 
Metals Co., Port Huron; first vice-president, W. M. Markle, traf- 
fic manager, Diamond Crystal Salt Co., St. Clair, Mich.; second 
vice-president, Wilson W. Shingle, local agent, Pere Marquette 
Railway, Port Huron; secretary, Albert G. Thernstrom, assistant 
agent, Grand Trunk Railway, Port Huron; assistant secretary, C. 
D. Tuer, traffic manager, American Bushing Co., Port Huron; 
treasurer, J. M. Barbee, traffic manager, Port Huron Chamber of 
Commerce. The board of governors elected is as follows: P. N. 
Moore, agent, Grand Trunk Railway, Port Huron; W. E. Custis, 
agent, American Railway Express Co., Port Huron; J. L. Ludlow, 
traffic manager, P. H. Engine & Thresher Co., Port Huron; A. E. 
Sweet, traffic manager, Holmes Foundry Co., Port Huron; G. R. 
Seigrist, secretary-treasurer, Acheson Oildag Co., Port Huron; 
Ferris Andrews, assistant traffic manager, Muellers Metals Co., 
Port Huron; W. E. Roach, manager, National Grocer Co., Port 
Huron; M. C. Lively, general agent, White Star Line Steamship 
Co., Port Huron; C. A. Firestone, assistant traffic manager, Wills, 
St. Clair Automobile Co., Marysville, Mich.; D. F. Murphy, chief 
clerk, Pere Marquette Railway, Port Huron. 





The fourteenth annual dinner of the Railway Business Asse 
ciation will be held at ‘the Commodore Hotel, New York, No- 
vember 9. The speakers will be: Charles ‘H. Markham, pres! 
dent, Illinois Central Railroad; James A. Emery, counsel, Na 
tional Association of Manufacturers; George Wharton Peppeé!, 
United States Senator from Pennsylvania. 





A. R. A. CONFERENCE COMMITTEE 


The American Railway Association has appointed a col 
ference committee of eight members for consultation and con: 
ference as necessity may arise in Washington in connection with 
transportation and car service matters. The committee consists 
of the following: Daniel Willard (chairman), president, Balti- 
more & Ohio Railroad; W. W. Atterbury, vice-president, Pent 
sylvania System; B. F. Bush, president, Missouri Pacific et 
road; H. E. Byram, president, Chicago, Milwaukee & St. Lay. 
Railway; C. R. Gray, president, Union Pacific System; Ha ms 
Holden, president, Chicago, Burlington & Quincy Railroad; ©. 
H. Markham, president, Illinois Central Railroad; A. H. Smith, 
president, New York Central Lines. 


Our Washington Office is your Washington office 
if you are a subscriber te THE DAILY TRAFFIC 
WORLD. 
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Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co. ) 





Denial of Injunction Against Commission’s Order for Siding 

Justified: 

(Supreme Court of Kansas.) Under the evidence introduced 
the trial court was justified in finding that a common carrier 
is not entitled to an injunction restraining the Public Utilities 
Commission from enforcing an order made by it directing the 
carrier to build a siding to an elevator if the commission had 
jurisdiction to make the order.—Chicago, R. I. & P. Ry. Co. vs. 
Public Utilities Commission et al., 208 Pac. Rep. 576. 


Public Utilities Commission May Order Directing Carrier to_ 


Build Siding Without Violation of Constitution: 

The Public Utilities Commission may make an order direct- 
ing a railroad company to build a siding to an elevator, without 
depriving the company of its property without due process of 
law, or just compensation, or denying to it the equal protection 
of the law.—Ibid. 

Commission Held to Have No Jurisdiction to Order Siding to 

Elevator One-fourth Mile from Station: 

Under section 8341 of the General Statutes of 1915, the Pub- 
lic Utilities Commission has jurisdiction to order a railroad 
company to build a sidetrack on the application of taxpayers; 
but, under section 8547 of the General Statutes of 1915, the 
commission does not have jurisdiction to order a railroad com- 
pany to build a siding to an elevator where the elevator is 
situated more than one-fourth mile away from any regular way 
station of the railroad.—lIbid. 


Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





LOSS OF OR INJURY TO GOODS 

Refusal to Set Aside a Special Finding as to Value of Machinery 
Damaged in Transit Held Not Error: 

(Court of Civil Appeals of Texas, Texarkana.) Where ma- 
chinery shipped by the owners, not for sale, but for a particular 
service, was damaged in transit, and was returned by the carrier 
to the place of shipment, where the owners resided, and in an 
action by them for damages no evidence showed that in its pres- 
ent condition its value at destination was different from its 
value at the place of shipment, there was no error in refusing to 
set aside a finding on a special issue as to its value at the place 
of shipment, which the jury presumably fixed as at its intrinsic 
value to the owners, and which it was contended was not the 
_ measure of damages.—Schaff vs. Farmer & Son, 243 S. W. 

ep. 622. 

Judgment for Damage to Machinery in Transit Fixed by Sub- 
tracting Present Worth from Value When Shipped, Justified 
by Findings: 

In an action for damage to threshing machinery during tran- 
sit, where the jury found the original value was $1,850 at the 
time of consignment and the present value wag $350, the judg- 
Ment, based on such finding by subtracting from the original 
value its present value, was not objectionable.—Ibid. 

Owner of Confiscated Property Entitled to “Just Compensation”: 
(Circuit Court of Appeals, Fourth Circuit.) -The owner of 

coal requisitioned for railroad use during government operation 

cannot be compelled to accept a price fixed by the government, 
but is entitled under the Fifth Amendment to “just compensa- 

tion.”"—Dexter & Carpenter, Inc., vs. Davis, Agent, etc., 281 F. 

Rep. 385. 

Value Stipulated in Bill of Lading Relates to Risk of Carriage 
Only: 

Limitations of value in an ordinary bill of lading have no 
oe . to loss due to conversion of the property ‘by the carrier. 
—Ibid. 

Statute Imposing Full Liability for Loss Notwithstanding Limi- 
tation Not Applicable to Overseas Shipments: 

The provision of interstate commerce act, section 20, as 
amended (Comp. St., section 8604a), imposing on a carrier lia- 
bility for the full loss or damage to interstate shipments, or 
shipments “to an adjacent foreign country,” notwithstanding any 
limitation in the bill of lading, held not to apply to a shipment 
to a foreign country not adjacent.—Ibid. 

Overnment Regulations for Shipment of Coal Held Not to Affect 

Essential Nature of Shipment: 

Under order of the Fuel Administrator of January 11, 1919, 
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POSITIONS WANTED OR OPEN 
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WANTED—Rate clerk, expert, thoroughly familiar-with rate con- 
struction and classification. We desire a live wire, who has had some 
public freight bureau experience; we offer a splendid opportunity 
for the right man; salary and commission, also bonus. We also 
have vacancies for salesmen to sell our service contracts, best co- 
operation assured; now Katia! over 2,000 large shippers. ‘Write full 
details. Address A. H. . 483, Traffic World, hicago. 





POSITION WANTED—Competent traffic man age 31; two years’ 
experience Assistant General Freight Agent in charge of publication 
tariffs; five years Chief Clerk Short Line Railroad. Address J. C O., 
Traffic World, Chicago. 





POSITION WANTED—An Assistant Traffic Man 
work without salary. Experienced in the use ofc fications and 
tariffs, railroad geography and routing, knows rate structures of 
United States, Rim 5. knowledge of New England. Graduate La 
Salle and Industrial Traffic Managers’ College of New York. Thirty, 
single, and healthy. My services free on trial without obligation 
on part of eseplentér: If satisfactory, a reasonable salary retains my 
serviees. Address G. W. J., c World, Chicago. 


ager who will 





RS pent EXECUTIVE—Open for position October 15th. Twelve 
years’ aeeettonee handling transportation problems, both rail and 
water, ly competent to handle all traffic matters ge ge J to 
claims, yw eg switching, lighterage, etc. Familiar with classi- 


fication, rates and their construction throughout the U. S..and Canada. 
a had both practical experience and technical training. Address 
Washington, D. C. 


. C. McIntyre, 1400 Lawrence St. N. E., 
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EDGAR IMPROVED CAR SEAL 


PENNSYLVANIA SUGAR COMPANY, Phila- 
delphia, Pa., says: “Our best recommenda- 
tion for the Edgar Car Seal that we can give 
you would be our order, which we are mailing 
you today calling for 26,000 more of these seals. 
a ve given 

we do not hesitate to recommend them for use 
wherever it is practical to use car seals.” 


The Edgar Steel Seal & Mig. Ce., Lawrence, Kansas 





Ask for Samples 
and for Sa Today 





MUSKOGEE, OKLA. 
Muskogee Transfer & Storage Co. 


2—Fireproof Warehouses 


Merchandise and Household Goods 
Stored—Pool Cars Distributed 


Railroad Siding. 










WACO, TEXAS 


THE HEART OF TEXAS 


Weatherred Transfer and Storage Co 


MODERN FACILITIES FOR 


DISTRIBUTING—WAREHOUSING 
One Block on Mary at 13th Street 


TOLEDO, OHIO 


The Toledo Terminal Warehouse Co. 
928-930 GEORGE STREET 
TOLEDO, OHIO 


‘STORAGE OF MERCHANDISE 
Special Attention to Pool Car Distribution 
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providing that all contracts for sale of coal should provide that 
the coal deliverable thereunder should be subject to requisition 
by the Fuel Administrator, and that in the absence of a gov- 
ernment price such réquisition should be “at the price at which 
such shipment has been consigned by the shipper thereof,” where 
shipments were made to apply on foreign contracts, and the coal 
‘was requisitioned, the shipper is entitled to the foreign contract 
price, notwithstanding the fact that under government regula- 
tions. the shipper was compelled to consign the coal to the 
Tidewater Coal Exchange for shipper’s account.—Ibid. 

Refusal of Requested Findings Held “Special Findings” for Pur- 

pose of Review: 

‘In an action tried to the court by written stipulation, refusal 
of findings requested by plaintiff on undisputed evidence con- 
stitute “special findings,” within Rev. St., section 700 (Comp. 
St., section 1668), and when duly excepted to authorize the ap- 
pellate court to determine the sufficiency of the facts found to 
support the judgment.—Ibid. 


CARRIAGE OF LIVE STOCK 


Proof of Delivery of Hogs to Carrier in Good Condition and that 
Some Were Dead on Redelivery Held to Make a Prima Facie 
Case for Shipper, Casting Burden on Carrier: 

(Kansas City Court of Appeals, Missouri.) In an action by 
a shipper for damage to an unaccompanied interstate shipment 
of hogs, proof of delivery of the hogs to the shipper in good 
condition, and that some were dead on redelivery by the ear- 
rier, made a prima facie case for the shipper, and cast the burden 
on the carrier to show that the loss or injury was caused by 
the animals’ own vice or inherent infirmity and without fault 
on the part of the carrier.—Hartford Fire Ins. Co. vs. Payne, 
Agent, 243 S. W. Rep. 357. 

Shipper’s Prima Facie Case Held Not Overcome by Evidence 
that Hogs Died from Disease: 

A shipper’s prima facie case for loss of hegs in transit made 
by proof of delivery to a carrier in good condition and death of 
some of them when delivered by the carrier was not overcome 
by evidence that they died from congestion of the lungs, it 
not appearing that was the sole cause of death.—Ibid. 

Whether Hogs Died in Transit from Lung Congestion Brought on 
by Inherent Weakness Held for the Jury: 

In an action for death of hogs in transit, evidence as to 
whether the hogs died from congestion of the lungs brought on 
“A ” macnn weakness held to present a question for the jury.— 
Tbid. 

Instruction Tacitly Assuming Hogs Were in Good Condition 
When Delivered to a Carrier Held Error: 
In an action by a shipper for damages to hogs in shipment, 

an instruction stating a rule of law true only in case the shipper 

delivered hogs that were healthy and in good condition, but neg- 
lecting to embody that condition in the instruction, was errone- 


ous as tacitly assuming that the hogs were in good condition 
when delivered.—Ibid. 


Government Not Liable for Interest: 

In an action by a shipper against the agent appointed by 
the President to be sued in actions against railroads under gov- 
ernment control for loss to hogs in shipment, an instruction 
allowing.a recovery of interest was error in absence of a statute 
or.a stipulation of the government allowing interest.—Ibid. 
Allowance of Interest on Sums Recovered for Torts Is Not 

Proper: 


It is not proper under the statutes to allow interest on sums 
recovered for torts.—Ibid. 


COMMISSION ON R. R. FINES 


The Trafic World Washington Bureau 


To settle the question of whether or not a clerk of a federal 
court may charge a commission of 1 per cent on fines and costs 
assessed.-against. railroad companies for violation of the 28-hour 
live stock law, and make the railroads pay the commission, the 
Pennsylvania Railroad Company in No. 608, Pennsylvania vs. 
United States, has petitioned the Supreme Court for a writ of 
certiorari to the United States Circuit Court of Appeals for the 
Fourth Circuit. 

The government instituted suit in the federal district court 
of Maryland against the Pennsylvania to recover a penalty of 
$500 for a violation of the 28-hour law with respect to the trans- 
portation of live stock. The company pleaded guilty and the 
court ordered a fine of $100 and costs of the suit, the latter being 
$16.34 on November 16, 1921. In presenting the bill for the fine 
and. the costs on the same day, the clerk of the court added the 
following item: “Clerk’s commission of 1 per cent on fine of 
$100 and $16.34 U. S. costs, $1.16.” 

Counsel for the Pennsylvania say this was contrary to the 
settled practice and the company filed a motion asking the court 
to strike the item of 1 per cent from the bill as unauthorized 
by any statute and illegal. At the same time similar motions 
were filed by the B. & O.,.and the Western Maryland, and other 
railroads. The district judge granted the motion. The govern- 
ment appealed to the U. §. Circuit Court of Appeals for the 
Fourth Circuit, which reversed the lower court. 
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The district court held that while clerks of the district 
courts had up to July 1, 1919, when they were put on a salary 
basis, derived their compensation from fees of their office, they 
always charged in their quarterly accounts to the United States 
government 1 per cent commission on fines collected from de- 
fendants and paid to the government. The court said, however, 
it had been the settled practice of the clerk of the district court 
of Maryland and the clerks of other district courts, not to charge 
the 1 per cent on fines as part of the costs when costs were im- 
posed on the defendant but only to charge the commission against 
the government as a service rendered to the government. To 
charg the commission against the defendant, the court said, 
would be merely to increase the fine and costs by 1 per cent. 

The Court of Appeals upheld the assessment of the commis- 
sion on the fine but not on the costs. Circuit Judge Knapp 
dissented and the majority stated the question at issue was not 
free from difficulty, counsel for the Pennsylvania say. Judge 
Knapp held the defendant had not been ordered to pay the com- 


; mission, and that the commission could not be charged against 


the government because the clerks were on a salary basis. 

“The question of law to be submitted to this court is of 
gravity and importance not only to your petitioner but to all 
railroad companies in the United States, the penalties in these 
cases being frequently imposed, the statute not leaving much 
discretion in the district court when live stock are detained in 
cars over the 28-hour limit, which in numerous cases is prac- 
tically unavoidable, which would add a great burden to fines if 
this 1 per cent were added on account of the large aggregate 
of the cases in which fines are imposed,” counsel for the Penn- 
sylvania say in their petition. 


INVESTIGATION OF OHIO RATES 


The Trafic World Washington Bureau 


The Commission has instituted an investigation in No. 
14252, in the matter of intrastate rates on sand, gravel, crushed 
stone, and vitrified paving blocks within the state of Ohio, 
on petition of the railroads operating in that state. The 
proceeding will be assigned for hearing later. The material 
parts of the Commission’s order follow: 


It appearing, That by report in Ex Parte 74, Increased Rates, 
1920, 58 I. Cc. C., 220, carriers operating within the state of Ohio 
were permitted to make certain increases in interstate rates on 
sand, gravel, crushed stone and vitrified paving blocks, as subse- 
quently modified by Reduced Rates, 1922, 68 I. C. C., 676; 

It further appearing, That a petition has been filed on behalf of 
all the steam railroads operating in the state of Ohio averring that 
the Public Utilities Commission of Ohio by orders promulgated on 
the 29th day of September, 1921, and 13th day of October, 1921, re- 
quired petitioners to establish rates for intrastate traffic which are 
lower than those permitted by this Commission for interstate traf- 
fic, as set forth in the preceding paragraph; 

It further appearing, That said petitioners allege that the ob- 
servance by themselves of said orders of the Public Utilities Com- 
mission of Ohio will cause and result in undue and unreasonable 
preference and advantage to intrastate commerce, to the undue and 
unreasonable prejudice and disadvantage of interstate commerce and 
will result in unjust and unreasonable discrimination against inter- 
state commerce; 

And it further appearing, That by the said petition there have 
= brought in issue rates imposed by the authority of the state of 

0: 

It is ordered, (1) That an investigation be, and it is hereby, 
instituted to determine whether the rates on sand, gravel, crushed 
stone and vitrified paving blocks required by the Public Utilities 
Commission of Ohio to be maintained by said railroads, cause or 
will cause any undue or unreasonable advantage, preference, or 
prejudice as between persons or localities in intrastate commerce 
on the one hand and interstate commerce or foreign commerce on 
the other hand, or any undue, unreasonable or unjust discrimination 
against interstate or foreign commerce; and as to what rates, if 
any, or what maximum or minimum, or maximum and minimum 
shall be prescribed to be charged by the petitioners, in order to re- 


move such advantage, preference, prejudice or discrimination, if 
any, as may be found to exist. 


OPERATION OF INDIANA ROAD 

The Chicago, Attica & Southern Railroad Company has ap 
plied to the Commission for authority to acquire and operate 
that part of the Chicago & Indiana Coal Railroad, extending 
from La Crosse to Barzil, a distance of 25.76 miles, with @ 
branch line or cut-off from Percy Junction in Newton county, 
Indiana, to the state line dividing Indiana and Illinois on the 
north. The total number of miles of main track to be acquired 
is approximately 145 miles, the applicant said. The’Commission, 
on May 18, 1922, authorized the abandonment of the Chicago & 
Indiana Coal Railroad in interstate commerce. The applicant 
said it could, with economical operation, make the property 


pay all fixed charges, expenses of operation and produce sul 
stantial revenue in addition thereto. 





BLOCK-SIGNAL AND TRAIN-ORDER STATISTICS 


The Commission has issued an order requiring carriers to 
submit, not later than January 15, 1923, a statement. as of 
January 1, 1923, of railroad lines and parts of lines. operated! 
under the block system, and covering other matters relating’ 


to the same subject. The order gats forth in detail the) 
character of information desired. ee ee 
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The St. Louis 
Gateway! 


N your trade with the West 
and Southwest no factor is 
more important than the 

gateway through which your 
shipments must pass. 


Competition is keen and loss of 
time at the point of transfer may 
mean loss of business. 


A written request will bring you 
an informative and attractively 
illustrated booklet describing 
facilities which make 


ST. LOUIS 


The Strategic Gateway 


Between East and West 


It is to the interest of your 
business that you make a 
comparison of gateways be- 
fore routing your shipments. 


Eighty-seven per cent of the through 
“L.C.L.’’ freight routed via St. Louis 
departs the same day it. arrives! 


More than 1,000 package cars 
loaded daily at St. Louis! 


The most complete system of modern 
freight handling facilities in America 


operated by the 


Columbia Terminals Company 
Agent for All Railroads Entering 


St. Louis 


“Columbia Service” is pro- 
vided by facilities (represent- 
ing more than $2,000,000 in 
investment) which include 
nine “universal” off-track de- 
pots, modern warehouse and 
forwarding facilities, and a 
fleet of modern tractors and 
semi-trailers. 2 











PORT OF 


HOUSTON 


St. Louls 






STATISTICS 


Tonnage through the Port of Houston con- 
tinues to increase. 















Take September, 1922, as an example. ~ a : 





Kighty-six Arrivals and Departures. 
They handled 143,605 tons of freight. 
Compared with September, 1921. 

Fifty-four Arrivals and Departures. 


Handling 93,623 tons of freight. 






An increase of 53%, is it not? 


Do you know of any other Port doing as well? 
Facilities are growing, too—the New Man- 
chester Wharf, 500 feet in length, is nearing 
completion. One vessel is now berthed at 
this wharf discharging cargo. 





Rates and other information may be had by | 
addressing ‘ 










DIRECTOR OF THE PORT 
Court House Houston, Texas 
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Traffic Lesson No. 21 


Rates in Southern Territory (Continued)—Twenty-first Lesson in the Course Written for the 
Traffic World by Grover G. Huebner, Ph. D., Professor of Transportation and Com- 
merce, University of Pennsylvania 


The southern basing-point system and its gradual abandon- 
ment and the rate structure in southeastern territory were dis- 
cussed in the preceding lesson. There still remain for descrip- 
tion the main features of the rate adjustments obtaining in 
other southern territories. These likewise may, in the near 
future, undergo readjustments as a result of the comprehensive 
rate inquiry now under way. 

“Virginia cities,” as has been previously mentioned on 
various occasions, are a group of ports and interior points in 
Virginia north of a line drawn roughly east and west through 
Roanoke, Lynchburg, and to the south of Norfolk. Besides the 
cities just mentioned, “Virginia cities” include points such as 
Newport News, Richmond, Charlottesville, Lexington, Peters- 
burg, Staunton and Portsmouth. They are located in the terri- 
tory of Trunk Line Association, but are so commonly regarded 
as southern cities that their mention at this point is not amiss. 
The principal railroads serving them, moreover, are interested 
in southern as well as in trunk line traffic. 

The rail rates from the “Virginia cities” to the lower Missis- 
sippi Valley were recently revised as a result of a decision by 
the Interstate Commerce Commission. The basic rates are 
those to Memphis, and maximum rates to the Memphis group 
were prescribed by the Commission. The rates to other Missis- 


sippi Valley groups were then established by applying differ- 
entials. 


From “Virginia cities” to southeastern points the rates, when 
revised effective January 1, 1916, were made the same as the 
Baltimore rail-and-water rates. In 1917 this relationship was 
disrupted because of increases in the rail-and-water rates from 
Baltimore without corresponding increases from “Virginia cities.” 
At present, rates from “Virginia cities” to southeastern points 
are varying differentials under the rail-and-water rates in effect 
from Baltimore. The carriers are now proposing to change this 
differential relationship and also to split “Virginia cities” into 
two separate groups. 


The rates between “Virginia cities” and points in Central 
Freight Association and Western territories show the results of 
competition in a striking way. When the Virginia ports endeav- 
ored to share in the shipping business of the west, the Chesa- 
peake & Ohio had to readjust its rates so as to make this possi- 
ble. Norfolk, Newport News and Richmond accordingly received 
the Baltimore rates, and later, when the Norfolk and Western 
route became available, it likewise placed the Virginia ports 
on a parity with Baltimore. This, however, resulted in higher 
rates from the west to the intermediate points of Virginia than 
to the ports. The complaints of the interior cities were granted 
when the long-and-short-haul clause of the interstate commerce 
act of 1887 was enacted—i. e., the cities of Virginia located on 
the lines connecting the Virginia seaboard with the west obtained 
the same rates that had been extended to the Virginia ports. 
The rates between the west and all “Virginia cities” were 
blanketed at the low port rates that were originally fixed so that 
the ports of Virginia might compete with Baltimore and other 
north Atlantic ports. 


Carolina Territory Rates 


The interterritorial rate adjustments in the region of the 
Associated Railways of Virginia and the Carolinas, commonly 
referred to as Carolina territory, have also recently undergone 
changes. In its so-called north Carolina case’ the Interstate 
Commerce Commission divided North Carolina into numbered 
zones and, prescribed that the rates between these zones or 
groups and southeastern and Mississippi Valley territories should 
be fixed differentials below the rates in effect to and from Nor- 
folk and Richmond. The differentials established in 1920 were 
modified in 1921 and at the same time the Commission required 
the establishment of a mileage scale which, for distances up to 
200 miles, is to be applied alternatively with the group rates re- 
sulting from applying the differentials. In 1921 the Commission 
ruled that these maximum relationships of class rates from 
North Carolina points and “Virginia cities” prescribed in its 
North Carolina case are also to apply to rates from the various 
points in “Carolina territory” and Mississippi Valley territory 
included in its Mississippi Valley decision.’ 

The North Carolina decisions also prescribed differentials 
for use in determining rates between several North Carolina 
groups and Eastern Trunk Line points, in the supplemental 
case of 1921 the differentials of North Carolina groups No. 1 

164 I. C. C. 107, October 10, 1921. 


64 IL. C. C. 107, October 10, 1921. 
%7 I. C. C. 5623; May 18, 1920. 





and 2 over Richmond rates in case of eastern all-rail business 
were set at 60 and 72 cents, respectively, for first class traffic. 
The Commission then fixed a relationship between the water- 
and-rail rates between Baltimore and two North Carolina groups 
by stating that they may not exceed the all-water rates between 
Baltimore and Norfolk or Richmond by more than the above 
amounts. The rates on classes other than class one were ad- 
justed by prescribing a percentage relationship. 


Southeastern Mississippi Valley Territory Rates 


As a result of a series of decisions by the Commission in 
which the long-and-short-haul clause was enforced with increas- 
ing strictness, the carriers have endeavored to reconstruct their 
rates in Mississippi Valley territory on a “dry land” basis. As 
existing water competition could no longer be considered as a 
controlling rate factor in this territory, they advanced many of 
the rates to river and seaboard points so as to remove discrimi- 
nation against intermediate points. Some of the former rela- 
tionships between the larger rate centers have also been changed 
by the Commission and the carriers. 

As previously mentioned, the rates from “Virginia cities” 
to Memphis are now basic in the adjustment between Mississippi 
Valley and eastern; “Virginia cities” and Carolina territory. The 
rates from “Virginia cities” to Mississippi Valley territory are 
published to three major groups of junction points, and the 
rates to local points have been made in line with the rates 


. to the common or junction points. The three major groups are 


the Memphis-Columbus-Meridian group, the Winona-Jackson- Hat- 
tiesburg group and the Mississippi River-Gulf Ports group. The 
Commission prescribed a maximum first class rate from “Virginia 
cities” to the first of these groups in 1921. (*) The class one rate 
to the second group is then placed 10 cents over the Memphis- 
Columbus-Meridian group rate, and that to the Mississippi River- 
Gulf ports group is given a differential of 18 cents over the Mem- 


phis-Columbus-Meridian group. When the rates to these points’ 


were stidd adjusted on the basis of water competition, those to 
the lower Mississippi crossings were higher than to Memphis and 
those to the Gulf-ports—New Orleans to Pensacola—were lower. 
Under the new arrangement, the rates from “Virginia cities” to 
the entire group including New Orleans, Gulfport, Mobile, Pen- 
sacola and Mississippi crossings, such as Natchez, Vicksburg 
and Baton Rouge, are substantially above the Memphis group 
rate. Having established the differential arrangement govern- 
ing class one rates from “Virginia cities” to Mississippi Valley 
territory, the rates on other classes are constructed in conform- 
ity with the following percentage relationship: 


CIABROD: «50's os sb lew: 8o7°G4n8 OF: A Bx OotdD 
Percentage ........ 100 86 76 64 52 48 29 35 27 24 


With the “Virginia cities’”-Memphis rates as. basic, those from 
Baltimore and other eastern cities were then constructed in 
accordance with a differential relationship. The following class 
one differentials were approved by the Commission: Baltimore 
14 cents over “Virginia cities;” Philadelphia and New York 11 
cents over Baltimore or 25 cents over “Virginia cities,’ and 
Boston 8 cents over New York or 33 cents over “Virginia cities.” 
The rates on other classes were then adjusted according to the 
percentage relationship referred to above. 


The rate adjustment from the Ohio River crossings and 
C. F. A. territory to Mississippi Valley territory has also under- 
gone extensive changes, although they still reflect some of the 
old and large groupings. The principal Mississippi Valley rate 
groups in this adjustment are as follows: Memphis, Helena, 
Greenville, Vicksburg, Natchez and New Orleans. It was cus- 
tomary in the past to apply the same rates from St. Louis and 
Louisville to Mississippi Valley territory. This relationship was 
disrupted when the general percentage rate advance of 1920 
went into effect, but it has recently been re-established. In 
making class rates, the rates from St. Louis and Louisville to 
the Memphis group are basic and those from St. Louis and 
Louisville to the remaining Mississippi Valley groups referred 
to above are higher and bear a percentage relationship to those 
of Memphis, which is the 100 per cent group. 


Having established the basic class rates from St. Louis and 
Louisville, those from Cairo are lower, but bear a percentage 
relationship to the rates from St. Louis and Louisville. Those 
from Cincinnati are certain percentages over St. Louis and Lou- 
isville, and those from Chicago are still higher, but again bear 
a percentage relationship to St. Louis and Louisville. Those 
from Chicago to Memphis, moreover, are the same as the class 
rates from Cairo to New Orleans. A similar relationship gov- 
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Customs House Brokers 


MEXICO 


BRENNAN & LEONARD 


Customs House Brokers, Forwarding 
and Clearing House Agents 


LAREDO, TEXAS 
Branches in all Principal Cities in the Republic of Mexico 





Originators of package car mevien te 
Mexico City. 


Operators of through package car 
service from St. Louis, Kansas City, Chi- 
cago and Dallas. 


Approximate time in transit from 
Laredo, Texas, to Mexico City, eight 
days. 


We are the connecting link between 
American railways and the Mexican rail- 
ways. 


Have banking arrangements making 
possible shipper’s order shipments to all 
points within the Republic of Mexico. 


Assume all pilferage risk of packages 
in our package cars south of the border. 


Our own warehouses in Laredo, Texas, 
and Mexico City. 

We have just completed a pamphlet in 
concrete form, giving complete data for 
the benefit of the American shipper in 
handling his business with the Republic 
of Mexico. This pamphlet will be mailed 
upon application. 


Now operating our own special trains 
throughout the Republic of Mexico 
and can assure prompt and efficient 
service throughout. 


| HAL L. BRENNAN S. E. LEONARD 





Managing Agents: 
American-Hawaiian Steamship Ce. 
American Ship and Commerce Corporation 
General Agents: Hamburg-American Line 





American-Hawaiian S. 5S. Co. 
INTERCOASTAL SERVICE 
To Los Angeles, San Francisco, Portland, Seattle, 


acoma 
NEW co SaCnee peteny SA 2en eee 


VIRGINIAN .........Oct. 19 VIRGINIAN ......... 14 
*MINNESOTAN ..... Oct. 26 *MINNESOTAN ..... Oct. 21 
ere Nov. 2 TEXAN ............. 28 
ARIZONIAN | arom ney 9 ARIZONIAN ........ Nov. 4 
BALTIMORE 
HAWAIIAN ......... Oct. 21 HAWAIIAN ......... ect. 14 
*MINNESOTAN ..... Oct. 28 OREGONIAN ....... Oct. 28 
oot seteeee oo - A STEAMER ........ Nov. 11 
LE ; NEW ORLEANS 
+ fey ae! th aebeieee 
eecceccccecs Ov. 
eek os ES EOE «coc cece ees Dec. 30 
CHARLESTON SAVANNAH 
Be epustagintes Nev. ¢ IPswIcl oGdbeck bes Nov. 11 
MYSTIC ............. MYSTIC .......0.-s. ec. 


D 
rges Sent - idacabion. Washington. 
PACIFIC COAST TO EUROPE 
U. &. Pacific Coast Ports to the Princi Ports ef the United 
Kingdom and Gontinent—Direct Fert 
nightly Sailings 

Joint Services with 

Hamburg-American Line 

Fh YORK TO HAMBURG 


GB. FERRI cccccses ccc cccccccccsccccscecccescccoses Oct. 19 
8.8. *MOUNT CLINTON ...... .cccccccecccccccecceeees Oct. 26 

8S. ¢ MIB ac cin ccivcnccce ccccccsccccccccesosecoes Oct. 31 
B.S. FBAYERN .cccccccccccccccccccccvccccccccccscecs Nov. 2 
B.B. SMOUNT CLAY  .nccccsccccccccvccccccscccsceces Nov. 9 
8.8. tWUERTTEMBURG ecnccigeconevarisoececosscccees Nov. 16 


rries third-class passengers. 
¢ Cabin and third-class passengers. 
¢ First, second, third-class passengers. 
PHILADELPHIA TO BREMEN AND HAMBURG 
8.8. NEW BRITAIN (via Baltimore and Norfolk)..... Nov. 


8.8. EMDEN (via Baltimore and Norfolk)............. Nov. 22 
BOSTON TO BREMEN AND HAMBURG 
8.8. CALLISTO (via Baltimore and Norfolk).......... 5 
BALTIMORE TO BREMEN AND HAMBURG 
8.8..CALLISTO (via Norfolk) ............ccceceececees 14 
Pe EIEIO, . nc ccewcccecsecéegeecccessecenses Now. 9 
EMDEN (via Norfolk) ........ccccceccccccccccess Nov. 28 


NORFOLK AND NEWPORT NEWS TO BREMEN 
AND HAMBURG 


WR I. ocd cto cesccccicdbeccesrecceudaecot es Oct. 16 
et SIL 0553 5 “ole ode 0 é'v 0.cb cid blls ore elvis’ wis olds SN BLE Oct, 17 
See ORES | cccevinidewdctecdidesinnenidspesaeuswe Nov. 11 
NEW ORLEANS TO BREMEN AND HAMBURG 
BB; ANTIOGELIA. 00. ccccccccccccevcssice rst Half of October 
8.8. SACHSEN WALD Aap pT Bese 0g: Half of October 
8. AS Ree First Half of November 

bille ef lading via Hamburg issued te all Scandinavian 

and Baltic Ports 


U. S. Government Ships 


NEW YORK TO DUTCH EAST INDIES 
Penang, Belawan-Deli, Port Swettenham, Singapore, Batavia, 
Samarang, Scerabaya 
Ge PD ~ occ cdcanc co) case ee RRetebnabes toot ecedss Oct. 25 


Steamers take carge for Tunis, Alexandria and Syrian Ports. 


General Offices: 39 BROADWAY, New York 
Telephone Whitehall 1020 
WESTERN FREIGHT OFFICE 


CHICAGO, 327 South LaSalle Street....... Phone Wabash 4891 
BRANCH OFFICES: 

BALTIMORE, Maryland Casualty Bldg Sotias Phone Plaza 7330 
BOSTON, 40 Central Street.........0..e0.- Phone Congress 3084 
. 242 The Arcade...........-... Phone Main 2150 
PHILADELPHI Bourse Bidg.......... Phone Lombard 7050 
BURGH, Oliver Bldg..........ce00.. Phone Grant 7431-2 

ROC. ER, Commerce Bldg........+..5.0. Phone Main 7150 

AGENTS 

SDEUIEE ccccccccesccogedecoevespecsiees Street Brothers 
WEES « So cid cvvccedeccecceetcdatepicecénbins Page & Jones 
NEW. ORLEANS.........cccccscsscccccsses Richard Meyer Co.. 
BAY Bee nc ccncccccreccescccesconecées M. Hogan & Co. 


GENERAL PACIFIC COAST AGENTS 
Williams, Dimond & Ce., 310 Sansome St., San Francisco 
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erns the class rates from other C. F. A. points to the various 
Mississippi Valley rate groups. 

Many commodity rates have also been similarly adjusted 
with the approval of the Commission. Maximum rates were 
prescribed for many commodities from St. Louis and Louisville 
to New Orleans. The Commission then ruled as follows: (*) 
“Rates on said commodities from St. Louis to points other than 
New Orleans in the Mississippi Valley shall not exceed rates 
which bear the same relationship to the rates to New Orleans 
as the first class rates from St. Louis to such bear to the con- 
temporaneous first class rates to New Orleans. Rates on said 
commodities from Cincinnati and other Ohio River crossings and 
from Chicago to the Mississippi Valley shall not exceed rates 
which bear the same percentage relationship to the rates from 
St. Louis as the first class rates from such points bear to the 
contemporaneous first class rates from St. Louis to the same 
point. Rates on said -commodities between Nashville, on the 
one hand, and Ohio and Mississippi River crossings and related 
points on the other, shall not exceed rates which bear the same 
percentage relationship to the first class rates to and from Nash- 
ville that the rates prescribed herein from St. Louis and Louis- 
vill to New Orleans bear to the contemporaneous first class 
rates from St. Louis to New Orleans. In those instances where 
rates published on commodities are constructed on the basis of 
differentials over the rates to and from the basing points to and 
from which rates are prescribed herein, the rates from said 
differentially related points shall be revised so as to preserve 
the existing relationships except where otherwise provided 
herein. On fresh meats and packing-house products, for exam- 
ple, from Missouri River and interior Iowa points to the Mis- 


sissippi Valley, the existing relationship between those packing-. 


house points and St. Louis should be preserved. We further 
find that rates constructed on this basis will be just and reason- 
able for the purpose of effecting the required revision of rates 
under the fourth section. Our findings, however, are without 
prejudice to any different conclusions that may be reached on 
a more comprehensive record dealing with the measure of such 
rates for particular movements, with the general level of rates 
in the Mississippi Valley or with the relationship of such rates 
to the rates to and from points in the southeast and the south- 
west. The suspended northbound rates from Mississippi Valley, 
in so far as they do not exceed southbound rates between the 
same points constructed on the bases herein prescribed, have 
been justified.” 

Further changes in the Mississippi Valley rate adjustment 
have been proposed in connection with the southeastern rate 
inquiry, now being made by the Interstate Commerce Commis- 
sion. The suggestions include changes in the rate relationships 
between some groups, also more joint rates and fewer river 
combination rates, and further application of the long-and-short- 
haul clause in the interest of intermediate points. 


PROPOSED ELECTRIC CONSTRUCTION 


The Staley System of Electrified Railway has applied to the 
Commission for authority to construct 950 miles of main tracks 
of railroad and 225 miles of branch lines in Arizona, New Mexico 
and Colorado. 

The applicant said that the line would begin at some point 
on the boundary line between the state of Arizona and the Re- 
public of Mexico in Pima County, at a point most desirable for 
extending the line to the Gulf of California. The proposed lines, 
the applicant said, would pass through or near the following 
cities and incorporated villages: Tucson, Casa Grande, Phoenix, 
Florence, Winkleman, Safford, Solomonville, Clifton, Morenci, 
and Metcalf, Arizona; Luna, Grants, Bluewater, Farmington and 
Aztec, New Mexico; Durango and Cortez, Colo. The applicant 
said the northerly end of the railroad would serve the San Juan 
Basin of southwestern California and northwestern New Mexico, 
now inadequately served by the narrow gauge railroad of the 
Denver & Rio Grande, and a broad gauge extension of the same 
road. In this district, the applicant said, there is a coal field, 
according to reports of the Geological Survey, which contains 
8$0,000,000,000 tons of coal. The company said that in southern 
Arizona it would endeavor to keep as far away from existing 
lines of railway as possible. 

The application contains no estimate of the cost of the pro- 
posed construction. W. L. Staley, of Grants, New Mex., is presi- 


dent of the company, which was incorporated under the laws 
of Arizona. ' 


DEMURRAGE AND STORAGE HOLIDAYS 


For several years it has been a debatable question as to 
what is or is not a legal holiday in connection with the assess- 
ment of demurrage and storage charges. After a series of con- 
ferences in the interest of uniformity, the appended list of legal 
holidays has been agreed on by the Division of Transportation 
of the American Railway Association, and the various demurrage 
bureaus have been directed to distribute this information to the 
individual railroads. In some cases the exact date is not shown, 


THE TRAFFIC WORLD 





Vol. XXX, No. 16 


as this is determined by the state or local authorities each year. 
The list is subject to amendment from time to time. 


January 1, New Year’s Day—aAll states. 

January 19, Lee’s birthday—In following states only: 
Arkansas, Florida, Georgia, Mississippi, N. 
Tennessee and Virginia. 

February 12, Lincoln’s birthday—All states except Alabama, Ari. 
zona, Arkansas, District of Columbia, Florida, Georgia, Louisiana, 
Maine, Maryland, Massachusetts, Mississippi, New Hampshire, New 
Mexico, North Carolina, Rhode Island, South Carolina, Texas, Ver- 
mont, Wisconsin and Virginia. : 

February 22, Washington’s birthday—aAll states. 

February —, Mardi Gras—In Alabama, Florida (Escambia ang 
Santa Rose counties), Louisiana (Orleans Parish cities over 10,000), 

April 19, Patriots’ day—Maine and Massachusetts only. 

April 26, Confederate Memorial Day—Alabama, Florida, Georgia 
and Mississippi only. 

May 30, Memorial Day—All states except Alabama, Arkansas, 
Florida, Georgia, Louisiana, Mississippi, North Carolina, South Caro- 
lina and Texas. 

June 3, Jefferson Davis’ birthday (Confederate Memorial Day)— 
In the following states only: Alabama, Arkansas, Florida, Georgia, 
Louisiana, Mississippi, S. Carolina, Tennessee and Texas. 

June —, Arbor Day—Oregon, Nebraska, Texas, Utah and Wyoming, 

July 4, Independence Day—All states, 

September, first Monday, Labor Day—All states. 

October 12, Columbus Day—All states except Alabama, District 
of Columbia, Florida, Georgia, Iowa, Maine, Minnesota, “Mississippi, 
Nevada, North Carolina, North Dakota, South Carolina, Tennessee 
Virginia, Wisconsin, South Dakota and Wyoming. : 

November 11, Armistice Day—In the followin Ala- 
bama, Arizona, California, Colorado, Delaware, orida, Illinois, Iowa 
Kentucky, Maryland (1921 only), Minnesota, Montana, Missouri, Ne- 
braska, New Jersey, N. Carolina, N. Dakota, Oregon, Pennsylvania 
S. Dakota, Tennessee, Texas and Washington. : 

November —, Thanksgiving Day—aAll states. 

December 25, Christmas Day—All states. 

Election Days and Miscellaneous Holidays. 

November election—Tuesday following first Monday in Novem 
is a holiday. in-the following states: Arizona, California, tara 
Indiana, Maryland, Michigan, New Jersey, New Mexico, New York, 
North Carolina, Oregon, Pennsylvania. South Carolina, Virginia and 
West Virginia. 

Alabama—(a) April 13, Jefferson’s birthday; (b) October 2, Fra- 
ternal day. i 

Arkansas—November —, General biennial election day. 

ot ne ate ang oA 7s nn ame Day. 

alifornia—(a s uesday of August, primary electi : 
September 8, California Day. en F ne Wes OR 


Colorado—(a) Any general prima or general el i r 
August 1, Colorado Day. > ~ on ee 


District of Columbia—March 4, Presidential Inauguration Day. 


Florida—(a) October 2, Far ’ Day; ae 
election day. mers ay; (b) November —, general 


Idaho—June 15, Pioneer Day. 
Illinois—(a) Day of election for House of R 


Alabama, 
Carolina, S. Carolina, 


states only: 


epresentati ; 
November —, general biennial election day. < ——— ss 
Indiana—General national or state election day. 
Iowa—November —, general election day. 


Louisiana—(a) All-general election days and local election days at 
points held; (b) January 8, Battle of New Orl j 
only): (c) mateas ton a a day. rene: Sree; Onna 

aryland—(a are . Maryland Day; - 
data” te y y; (b) September 12, De 

Rg b tener election day. 

issouri—(a) rst Tuesday of August, even years, i y ; 
(b) ogee: eee) Sreties day. emer on 
ontana—General election and general pri y 
Neveder-Admiasion Day. “ emp 
ew Hampshire—(a) Appointed by go ¥ 
biennial election semen D y governor, fast day; (b) general 
ort arolina—(a) April 12, Halifax Declaration of Independence; 
(b) May 10, Memorial Day; (c) May 20 ion of 
| i cl y; (c) ay ,» Mecklenburg Declaration of 
North Dakota—November —, general biennial election day, 
Gramaiecaant ane ts geri Ma general primary day. 
on—(a ir riday o i : 
pnts Ee y ay, biennially, primary day; (b) 
Rhode Island—(a) Second Friday of May, Arbor Day; ‘b) Novem- 


ber —, election day, Tuesday after the first Monday, biennially, in 
even years. 


South Carolina—May 10, Memorial Day. 

South Dakota—General election and general primary days. 

Tennessee—(a) July 13, Forrest’s birthday; (b) national, state 
and county election days. 

Texas—(a) March 2, Texas Independence Day; (b) April 21, battle 


of San Jacinto: (c) general election and general primary days. 
Utah—July 24, Pioneer Day. ve = 4 ; 


Vermont—August 16, Bennington Battle Day. 
Washington—General election day. 
Wyoming—General election day. 





N. I. T. L. MEETING, 


The tentative program for the annual meeting of ithe 
National Industrial Traffic League, at the Commodore Hotel, 
New York, N. Y., is as follows: 


Monday, November 13: 
noon sessions, 

Tuesday, November 14: Executive Committee: morning and after: 
noon sessions. Luncheon for executive committee (guests of Trafil¢ 
Clubs located in Greater New York). 


Wednesday, November 15: General Meeting, morning and after 
noon sessions. Evening, banquet (informal). 


Thursday, November 16: General Meeting, morning and after 
noon sessions. 


Automobiles will be at the disposal of the ladies during their sta’ 
in New York. 


Luncheon for Ladies: (Wednesday or Thursday), to be served 
aboard one of the large trans-Atlantic steamers. 


The local committee on arrangements is as, follows: w. J. 
L. Banham, chairman; C. L. Hilleary, T. T. Harkrader, RF. J. 
Menzies, Philip Croxton, Geo. F. Hichborn, Frank E. Gracé 
Geo. F. Clinton, W. N. Agnew, P. W. Moore. 


Executive Committee, morning and after- 
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“|| P2Sk.SARs || PORTLAND, OREGON 


ama, RESHIPPED IN LESS THAN CAR LOTS 

a» || PITTSBURGH DISTRIBUTING CO. | | OREGON TRANSFER COMPANY 

New 601 Empire Building, PITTSBURGH, PA. 

ae Established 1910 Phone 1574 Smithfield. General Transfer and Storage Business 

and Four Warehouses on om Tracks 
255,000 t 

vo || JACKSONVILLE, FLA. ees MerchndnSoc 

ans WIESENFELD. WAREHOUSE COMPANY anes ceumade cai’ tonding of 

ay)— General merchandise storage and distribution. loads for Distribution. 

=a pastientiaslh dha Cau Cedaaiee ae eaticenionaanaitatnas cian, NO SWITCHING CHARGE ON CARLOAD SHIPMENTS 


DEEP WATER AND RAIL CONNECTIONS CHICAGO OFFICE: 123 West Madison Street 
istrict . 
ssippi, 


CHICAGO os Snentiaotade og : 
=]\Jos. Stockton Transfer Co.| | 'tLosical Distributing Foint 
for the Southwest 


1080 Seuth Canai Street, near Tayler Street 





rember Teaming of Every Dest Sabey Servise and Cartead General Merchandise, Furniture and Household Goods, 

vork’ we Storage and Forwarding. 

ia and Light and Heavy Hauling. City Deliveries, Etc. 

2, Fra- Motor Equipment. 
CONTINENTAL WAREHOUSE COMPANY Pool Car Distributing and Forwarding. 

— 416-434 West 12th Place, Chicago, II. Free Switching on Carload Lots. 


—* Sprinkled Warehouses in the heart of the 


Freight Terminal District. Caddo Transfer and Warehouse Company, Inc. 


Merchandise Storage and Distribution Specialists. 615 Market Street, Shreveport, Louisiana 


P. O. Box No. 62 


Day. 
general 





es; (b) 








days at 







CS MMEDITERRANEAN REGULAR 













Grieans FREIGHT 

gh REGULAR SAILINGS swe SERVICE ty E ATTLE 

— NEW YORK AND PHILADELPHIA » Three warehouses, 100,000 square 
pa ~f. feet of floor space. Complete stor- 

ole MARSEILLES, SPAIN ! =| - and distribution facilities. 

‘* Low insurance rates. Buildings 

endence GENOA, NORTH AFRICA Bh i served by all rail lines. Within 
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Questions and Answers 


In this department will be answered questions of both legal and 


practical nature that confront persons pe me with traffic. A specialist 
on interstate commerce law, who is a member of our legal department, 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. traffic man of long experience 
and wide knowledge will answer to practical traffic 
blems. We do not desire to take the place of traffic man but to 
Ip him in his work. Persons desiring immediate answer mail or 
or a more elaborate treatment of any question—by the citation of 
authorities in a legal opinion, for instance—may obtain this kind of 
private service by the payment of a reasonable fee. The right is re- 
served to refuse to answer in this department any question, al or 
traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of investigation herein contemplated. 
Address Questions and Answers Department, 
nt Traffic Service Corporation, Colorado Building, Washington, D. C 


ee 


(1) Delay—Duty of Owner to Accept Regardless of Length of 
Delay. (2) Delay Caused by Strike—Liability of Carrier 


Ilinois.—Question: On account of the strike conditions in 
the South, we have had considerable trouble with shipments 
originating in the Southern territory. These shipments consist 
of cotton piece goods and knit goods originating at various mill 
points in North Carolina, South Carolina and other points in 
Southern territory. Some of these shipments have been in 
transit for two months and claims have been placed with the 
crriers. 

If certain of these shipments do not arrive in the very near 
future, it will be necessary for us to replace this merchandise. 
’ What we want to know is, can we rightfully refuse these ship- 
ments when they arrive if we have replaced the merchandise 
prior to the arrival of the original shipments? If these ship- 
ments are accepted by us, have we a claim against the carrier 
for delay in transit? You understand, of course, that this mer- 
chandise is seasonable and, naturally, an unusual delay in transit 
has the effect of lessening the value of the shipment upon its 
arrival. We understand that where shipments are forwarded 
subject to delay on account’ of strike, such shipments must be 
accepted upon arrival and any loss resulting from such action 


must be borne by ourselves. All of these shipments are pur- 
chased f. o. b. mill. 


Answer: (1) Delay in delivery of goods, even though it 
is such as to render the carrier liable, does not constitute con- 
version and the party entitled to the goods cannot refuse to 
receive them and sue for the full value. The measure of dam- 
ages is not the value of the goods, since the bailor still retains 
his ownership, but the loss proximately caused. by the delay. 
The carrier’s liability is to compensate for the damage growing 
out of the delay and not for loss, and the remedy of the party 
entitled to the goods is to sue for the damage he has sustained 
by reason of the delay. Furthermore, the length of the delay 
does not in any way affect the operation of the rule. In-support 
of this last statement we refer you to the case of Higgins vs. 
U. S. Express Co., 85 At. 450, in which it was held that an 
unreasonable delay does not amount to a conversion and the 
owner, therefore, is bound to receive the goods when tendered 
at the proper place, however long the delay, and that, there- 
fore, the measure of damages under such a status is not the 
value of the goods, since the bailor still retains his ownership, 
but the loss proximately caused by the delay. See also Bullock 
vs. C. & W. C. Ry. Co., 64 S. E. 234. 

(2) The decisions of the courts on the question as to 
whether a strike excuses a carrier for unreasonable delay in 
the transportation of goods are not uniform. In certain cases 
it has been held that if the cause of the delay was an organ- 
ized strike and resistance, which neither the railroad nor the 
civil authorities, which were called upon, could control, the 
carrier is not liable for delay to freight, but if, on the other 
hand, the delay was caused because of the inability to secure 
promptly new men to take the place of strikers or by its retain- 
ing in its employ men who wilfully refuse to do their full duty 
and make only a pretense of performing the service for which 
they were employed, the company will not be excused for the 
delay. See Haas vs. K. C., Ft. S. & G. R. Co., 7 S. E. 629; 
Sherman vs. Penn R. Co., 21 F. Cas. No. 12769; P. F. W. & C. 
R. R. Co. vs. Hayes, 25 Am. Rep. 422; P. & S. F. Ry. vs. Thomp- 
son, 235 S. W. 913, and Cent. R. R. & Banking Co. vs. Georgia 
Fruit and Vegetable Exchange, 17 S. E. 904. 

Other cases hold that where a carrier, after a strike which 
is brought about through no fault of the employer, uses every 
reasonable effort to fill the places of the strikers, and every 
reasonable effort to obtain men and means to care for property 
intrusted to it for shipment, exoneration from liability will 
follow. See American Fruit Distributors of California vs. Hines 
203 Pa. 821, and Warren vs. Portland Terminal Co., 116 At. 411. 


Notice of Claim—Time Within Which to File 


Itlinois.—Question: I am interested in your answer to “New 
York” on page 564 of The Traffic World of September 9, headed 
“Notice of Claim—Time Within Which to File.” 
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It appears from what you say that if a railroad company 
mailed a notice to a shipper, it is sufficient to prove that the 
notice was actually mailed, without requiring proof of delivery 
of the notice. However, if a shipper mails a. notice to a railroad 
company, it is not sufficient to show that the notice was mailed, 
but the shipper must prove and the railroad company acknowl. 
edge receipt of the notice. If it is received by the railroad con- 
pany, and lost or thrown in the waste-paper basket, the shipper, 
apparently, has no recourse. 

It has been generally supposed that what is “sauce for the 
goose is sauce for the gander.” Am I correct in the conclusions 
I have drawn above? 

Answer: In a recent case, namely, Peavey vs. P. B. & 
W. R. C., 277 Fed. 333, it was held that the sending of a notice 
of arrival was a sufficient compliance with the bill of lading 
provision respecting the responsibility of a carrier as a ware 
houseman after the expiration of free time. 

In this case the court, on page 334, said: 


Here the bill of lading provides that the notice of arrival of the 
goods at destination may be ‘‘duly sent or given.’’ To hold that the 
notice sent the consignee did not meet these terms would require 
us also to rule that a notice duly mailed is insufficient unless actually 
received. Such a ruling would be inconsistent with the provision that 
the notice may be “duly sent or given.” “Duly sent’ means sent in 
a regular and approved manner. It is a familiar doctrine that un- 
less actual notice is required, and no particular method is prescribed, 
it is sufficient if notice is deposited in the post office in a stamped 


and properly addressed envelope. Wheeler vs. McStay, 160 Iowa 745, 
141 N. W. 404 


We cannot ignore the words “duly sent,” for they qualify the 
words “or given.’’ The methods of procedure are open to the car- 
rier, either of which answers the prescribed condition. Actual notice 
may be given in any manner, or constructive notice may be given in 
a regular and approved manner, as in this case. It may be that 
the Interstate Commerce Commission might require a change in bills 
of lading, making actual notice necessary, but the conditions in the 
present bill of lading do not admit of such an interpretation. 


It will be observed that on page 76 of the Commission opin- 
ion in Ohio Iron & Metal Co. vs. E. J. & E. Ry. Co., 34 1.C. C6. 
75, the word “sent” in the quotation from the demurrage tariff 
is shown in italics. Apparently the Commission has, as the 
court did, in the case referred to above, based its finding largely 
upon the fact that constructive as distinguished from actual 
notice only, is required by the demurrage tariffs and the pro- 
vision of the bill of lading covering notice of arrival. This 
same thing, however, does not hold true as regards the provi- 


sion in the bill of lading relating to notice of claim for loss or 
damage. 


Misrouting—Standard Versus Differential Routes. Carrier’s Duty 
to Forward Via Cheapest Reasonable Route of Class Des- 


ignated by Shipper, in Absence of Routing Instructions by 
Shipper 


Canada.—Question: An unrouted shipment moved from 
Waterbury, Conn., to Toronto, Canada, in December, 1919. The 
shipment moved via Suspension Bridge at the second class rate 
of 85% cents. We claim the rate should be 80 cents, as per 
Davis’ I. C. C. A-1, applying the Lowell basis or differential rate, 
and support our contention by quoting Conference Ruling 214 
(c). The carriers claim the rate charged, and the route used, 
were proper, as the bill of lading was marked “Fast Freight,” 
and quote Conference Ruling 91, which, we believe, has n0 
bearing on this case. As it took this particular shipment 
twenty-three days to reach Toronto, and as shipments via the 
differential route took approximately seven days, we do not 
consider the route used as “fast freight.” 


Answer: Conference Ruling 214 (c) contains two principal 
factors which must be considered in all misrouting cases, where 
there is an absence of routing instructions. The first is “spe 
cific through routing,” the other “class” of routes. In the ab 
sence of the first, the Commission in this ruling holds that the 
carrier has a duty to “route shipment via the cheapest rea 
sonable route” ef the “class” designated by the shipper. This 
is tantamount to holding that the shipper cannot make a ship 
ment without designating the “class” of routes. Two classes 
of routes only are recognized by the Commission in this rule, 
i. e., all-rail and rail-and-water. Therefore, if a shipment is 
tendered the carrier with the words “route via rail-and-watet, 
or “all-rail,” he has simply designated the “class” of route ove! 
which he desires his shipment to move. He has not given the 
carrier “specific through routing,” for this contemplates a des: 
ignation of specifically named railroads and junction points, or 
railroads, junction points and water carriers. 

Section 15 of the interstate commerce act provides the yo 
per “shall have the right to designate in writing by which 0 
such through routes such property shall be transported to des: 
tination, and it shall be the duty of the carrier to route 48 80 
directed, and to transport over its own line and deliver to & 
connecting line according to-such through route,” etc. This is 
what is meant by “specific through routing.” If the shes 
specifies by name the carriers and junctions forming a throug ‘ 
route from origin to destination, the carrier, of course, mus 
transport and deliver in accordance with those specifications 
If only the “class” of routes is designated, then the carrier mus 
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forward via the “cheapest reasonable route’ available of the 
designated class. 

The words “fast freight,” in the routing portion of the bill 
of lading, if they have any force at all, can mean but one thing 
—they merely designate that, according to colloquial traffic 
parlance, the freight is to move via a “fast freight line,” and it 
is not generally understood that the differential routes are fast 
freight lines. The logical conclusion is, then, if we may accept 
such ynofficial traffic language as the equivalent of binding in- 
structions on the carrier when placed in the bill of lading, the 
carrier must forward shipment via a “standard all-rail line.” 
It takes a little imagination to get this far. We interpolate 
“all-rail,’ for the reason that in Schuhle’s Pure Grape Juice 
Co. vs. Director-General et al., 68 I. C. C. 485, the Commission 
holds that: “If a shipper desires his shipment to move via a 
water-and-rail route that is cheaper than the all-rail route, he 
must, in delivering to an initial carrier, specify such routing; 
otherwise it is understood that the shipment is to move via an 
all-rail route.” 

We then have found that in your case, designation of the 
“class” was complete, because no water service was specified. 
Assuming, then, that the shipper has designated “all-rail” rout- 
ing and that he has also specified “standard,” or its equivalent 
“fast freight” in connection therewith. This insertion does not 
seem to have any binding effect on either carrier or shipper in 
the presence of the “duty of the carrier, in the absence of ‘spe- 
cific routing,’ to forward shipment via the ‘cheapest route of 
the class’ designated by the shipper.” There is no “standard” 
all-rail “class” under this rule. All of the all-rail routes belong 
to the class “all-rail,” as distinguished from “water-and-rail.” 
Having determined which of these classes is designated by the 
shipper, we then find the carrier’s duty. We cannot go farther 
and divide one of the Commission’s classes, before finding the 
carrier’s duty. Under the rulings of the Commission, as they 
now stand, and as they now define the carrier’s duty, by failing 
to allow any exceptions or provisos to affect the all-rail class, 
each and every all-rail route between origin and destination is 
embraced in a single “class.” If your shipment falls within 
the class, and there is an absence of specific through railroad- 
and-junction routing, the carrier’s duty is marked out to for- 
ward via the cheapest route availble in that class, the all-rail 
class. It cannot take advantage of, nor can it be held to, any 
words which are apparently intended to qualify or modify the 
“class.” The Commission has made the class complete without 
modification by either shipper or carrier. 

If a shipment were delivered to a carrier merely routed 
“standard” or “fast freight” the shipper, apparently, being de- 
sirous of expedited service in lieu of cheapest. rate, and the 
earrier had forwarded shipment via a differential line according 
shipment the lowest through rate, we doubt if the Commission 
would hold the carrier had misrouted the shipment, but rather 
that the shipper should have exercised his right under the act 
to direct the route over which he wished shipment to move. 
Believing this, we cannot, of course, see how the carrier can 
successfully maintain that it had a duty to forward shipment 
over a standard route. } 


In I. and S. Docket 1343, carriers had published tariffs with 
a rule providing that, if the shipper did not designate “standard” 
or “differential” all-rail routing, the carrier would not obligate 
itself to forward shipments via the cheaper differential route. 
This was an attempt, according to the Commission’s view, to 
modify the “all-rail” class of routing, and the tariffs were re- 
jected by the Commission as being directly opposed to the 
principles of Conference Ruling 214-c. The tariffs purported to 
say to the shipper, “If you don’t specify ‘differential all-rail,’ 
for example, we will have no duty to forward via the cheapest 
all-rail route,” although Conference Ruling 214-c provides the 
carrier will have such duty in case the shipper does not specify. 

The contention of the carrier, that the differential route 
was unreasonably circuitous, is without foundation, for the 
carriers have specifically published specific routing in their tar- 
iffs via the differential lines in numerous cases, but even if 
they have not and if the application of the tariff is not re- 
stricted, rates will apply via all routes formed of lines parties 
to the tariff. St. Tammany Ice & Mfg. Co. vs. Director-General, 


64 I. C. C. 491; Los Angeles Pressed Brick Co. vs. Pacific Elec- 
tric Co., 69 I. C. C. 254. 


“Reduced Rates, 1922,” Where Supplement to Tariff Issued Sub- 
sequent to “Connecting Link Supplement” Carries Clause 
Exempting Rates Therein from Reductions Provided by 
Connecting Link Supplement 


Michigan.—Question: Kindly refer to Supplements 9 and 10 
of Leland’s Southwestern Lumber Tariff No. 110, and advise 
your interpretation thereof. 

We have considerable yellow pine lumber moving from Cros- 
sett, Ark., to Detroit, and carriers insist on assessing a rate of 
44% cents, while I contend the correct rate is 40 cents. Supple- 
ment No. 9 is the general 10 per cent reduction of July 1, 1922; 
Supplement No. 10, which also was effective July 1, stated on 
page 19 thereof that the rates to points in the southern peninsula 
of Michigan are further reduced one cent per 100 pounds; on 
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page 13 this supplement changes the»rate basis of yellow pine 
lumber, to C. F. A. points, to rate basis No. 30. 

The carriers contend that inasmuch as Supplement No. 10 
bears a notation on the cover to the effect that rates and charges 
therein are not subject to the reductions in Supplement No. 9, 
that the application of Supplement No. 9 is removed and is not 
applicable to the rates in question, and that the rate in the 
tariff was only reduced one cent. I agree with them that all 
rates and charges named in Supplement No. 10 are not subject 
to reductions in Supplement No. 9, but any rate or charge for 
transportation I have ever used has been stated in dollars and 
cents. To prove this, one only needs trying reducing rate basis 
No. 30 one cent, and he will find that he must refer to the tariff 
before he has a rate to reduce, and in this case the rates in the 
tariff are subject to the reduction. 

The carriers also contend that page 19 of Supplement No, 
10 is meant to substitute the rates of the rate tables in the 
original tariff, yet it distinctly says to reduce those rates one 
cent. The carrier also refers me to the reissue of this tariff, 
stating that, inasmuch as it names a 43%4-cent rate and shows 
it as being a reduction, is sufficient proof that the present rate 
is intended to be 44% cents. If I am correct, the tariff should 
be interpreted as published and not as the publisher intended 
it to be. Are my contentions not correct—that the reductions 
in both supplements are applicable? 

Answer: Supplement 9 to Leland’s Lumber Tariff 110, I. ¢, 
C. 1524, was issued June 21, 1922, and provided, effective July 
1, rates and charges named in tariff and effective supplements 
were to be reduced according to Leland’s Master Tariff, I. C. C. 
1535. Supplement No. 1 to I. C. C. 1524, effective April 13, 1922, 
changed the.rate on yellow pine and cypress lumber from Crossett, 
Ark., to Detroit, Mich., from 4314 cents to 45% cents, by changing 
yellow pine and cypress to Rate Basis 30. On June 21, when the 
reduction supplement was issued, and on June 30, the rate was, 
therefore, 451% cents. On July 1, Supplement 9 became effective, 
reducing all rates in Leland’s I. C. C. 1524, and those in Supple 
ments 8, 6 and 1. Supplement No. 10 was issued June 22 and 
became effective simultaneously with Supplement 9. The reduc 
tions in Supplement No. 9 could not be applied to any rates in 
Supplement 10, because this would be subordinating No. 10 to 
No. 9, and the latter issued first, No. 10 must be considered as 
a subsequently issued supplement. 


This supplement was issued under I. C. C. Special Permission 
59060, June 7, prescribing the form of the special supplements, 
and provides “That unless otherwise authorized by the Commis- 
sion, no subsequently filed supplement to a tariff may be made 
subject to the tariff of reduced rates,” and specifies that the 
clause referred to shall show on all “subsequent” supplements. 
The carriers have made Supplement 10 a “subsequent” supple 
ment within the meaning of the special permission. Therefore, 
we must take the rate as we find it at the close of business 
June 30, 45% cents, and subject same to the reduction provided 
in Supplement 9, making the rate tentatively 41 cents. Still con- 
sidering Supplement 10 as a subsequent supplement, we find a 
one-cent reduction provided therein from Crossett to southem 
peninsula of Michigan points, making the rate on July 1, 40 cents. 
There would be no controversy if Supplement 10 had become 
effective July 2, and merely because it came into effect with 
No. 9 on the first, is no reason for treating the rate differently. 

We do not agree that the one-cent reduction in this case is 
to take the place of the 10 per cent reduction provided in Sup 
plement 9. Certainly, No. 10 does not cancel No. 9, and there 
is nothing in No. 10 to indicate it is to take the place of No. 9. 
The two supplements came into effect at the same moment, No. 
10 branded as taking second place. It could not stop the running 
of No. 9, so how could it substitute itself for No. 9? It could 
not take anything away from but could add to the effect of No. 9. 
This addition was in the form of running a second reduction of 
one cent, while the 10 per cent reduction of No. 9 was running 
into full force and effect. 


In order for No. 10 to take the place of No. 9, it is necessaly 
to hold No. 9 as having no effect in the face of the clause 0 
No. 10, which acknowledges the supremacy of No. 9, and which 


is an admission that No. 9 has already effected the 10 per cent 
reduction. 


Right of Carrier to Make Regulations for Conduct of Business 

Virginia.—Question: We are being required by one of -the 
lines operating into Richmond to call at their office and sigl 
for cash collections in payment of overcharge claims. While 
we have no great objection to doing this, it seems that we are 
being imposed upon by the carrier, in view of the fact that the 
charges as collected are illegitimate and are not according '0 
the tariffs on file. It seems to us that there is no law requiriné 
shippers to make special trips to the freight office for these petty 
collections, and we would appreciate your giving us the benef 
of any authority you may have on the subject. b 

Answer: A common carrier has a right to conduct its bust 
ness according to the rules of the common and statutory law, 
it may make, and enforce by its agents, reasonable and neces 
sary rules for the transaction of its business; and it also b# 
the power to alter or modify such rules from time to timé, a8 
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it may deem proper and expedient, on reasonable notice to the 
public, in order that the interested parties may be apprised 
of what is required in seeking service at the hands of the carrier. 
These rules, however, must be reasonable and such as do not 
unnecessarily infringe on the rights of the public and others 
having or carrying on business in connection with railroad traffic 
and travel. However, the rules which it adopts for the manage- 
ment of its business are presumptively right and reasonable, 
and the burden is on him who assails them to prove that they 
are unfair and unjust, and it is only when it clearly appears 
by competent evidence that they are unreasonable that com- 
missions or courts may lawfully interfere to annul or to 
change them. 

Whether the regulation in question is fair and reasonable 
must be determined upon a consideration of the circumstances 
and remem under which the rule or regulation was estab- 
lished. 

Right to Divert Shipments Moving on Straight Bill of Lading 

Ohio.—Question: Page 662 of September 23 issue of The 
Traffic World, under the subject, “Right to Divert Shipments 


Moving on Straight Bill of Lading,” contains the following ques- 
tion and answer: 


Ohio.—Question: Your answer to question on page 356, August 


12th Traffic World. Was not Conference Ruling 332 rescinded by 
Ruling 502? Answer: Conference Ruling No. 332 has been rescinded 
by Conference Ruling No. 502. See our answer to ‘“Tennessee’”’ on page 
614 of the September 16, 1922, issue of the Traffic World regarding the 
right of the consignor or consignee to divert or reconsign a shipment 
moving on a straight bill of lading. 


I have read answer to “Tennessee” on page 614, September 
16 issue. Does not this necessitate your changing your state- 
ment on page 250 of your July 29 issue, which reads: “No. 
The right to determine the route over which his freight shall be 
transported has been expressly reserved to the shipper’? 
Answer: The statement on page 250 of the July 29 issue 
should be modified to the extent that, as set forth in our answer 
to “Tennessee,” on page 614 of the September 16, 1922, issue, the 
rights of the consignor or consignee in the matter of routing 
or disposition of a shipment are to be determined by the owner- 
ship of the goods. 
Carload Rate and Minimum Weight Applies as Maximum to 
Less-Carload Shipment Moving to Destination in a Trap Car 
Maryland.—Question: Some time ago a shipment of steel 
bars weighing 12,632 pounds, was loaded into a trap car at 
Chicago, Ill., on the B. & O. C. T. Railway, along with other 
miscellaneous shipments of less-carload freight. The shipment 
of steel bars, on account of its size and weight, was allowed to 
remain in the original car and forwarded through to Minneapolis, 
Minn., with other less-carload freight loaded in the same car. 
After shipment had moved, it was found that lower charges 
on the steel bars could be obtained by assessing the carload 
minimum weight and the carload rate. The B. & O. C. T. Rail- 
way agreeed to assess the carload rate on the shipment of steel 
bars, but if they did so, they stated, the shipper would have to 
pay the trap car minimum charge in addition, which was to 
cover the other less-carload freight loaded in the same car. By 
the terms of rule 4, Agent Lowry’s I. C. C. 51, there is no such 
thing as carload trap car service. Any shipments tendered to a 
carrier in a ferry car partake of the nature of less-carload freight 
to exactly the same extent were the same lot of freight delivered 
to the carriers at their loading platform by the shipper. In other 
words, the status of these shipments, when they reach the car- 
rier’s transfer platform in Chicago, is the same as any other 
less-carload shipment delivered at that point by the shipper. 


It follows from the above position that when a less-carload 
shipment is handled over the carrier’s platform and a shipper 
desires to take advantage of the minimum carload weight and 
the carload rating in accordance with provisions of classification 
rule 15, said shipment becomes subject to the provisions of 
section 2 of this rule, that is, a charge of 2.5 cents for loading. 

In my view, the contention of B. & O. C. T. is without merit 
when they state that they would agree to protect the carload 
rate through to destination on the shipment of steel bars weigh- 
ing 12,632 pounds, but that on the balance of the shipment loaded 
in this trap car they would also have to demand the trap car 
minimum in addition. As you know, whether a shipment is to 
be considered as a carload or less-carload shipment depends 
entirely upon the manner in which freight is offered for ship- 
ment. In this case all of the freight in this car, including the 
iron bars, was offered in a trap car (a less-carload conveyance), 
and this freight is, therefore, subject to the same rules and 
regulations as any other shipment of the same weight that would 
be delivered to the carrier’s platform as a less-carload shipment 
and upon which it was desired to secure the benefit of the car- 
load rate and minimum weight. 

Answer: In “Trap or Ferry Car Service and Charges,” 34 
I. C. C. 516, in discussing rules and charges for trap car service, 
the Commission said: 


If a car is loaded with less than carload shipments and is trans- 
ported between the sidetrack (of shipper’s industry) and a transfer 
point outside the terminal district on or off the line of the industry 
carrier, or if the car moves between a gateway and destinations, the 
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service at the terminal is not different from that rendered with res 
to carload shipments moved from or to the same siding. The so-callej 
trap car service involved is not a free service. 


Applying this view to your shipment, we fail to see how the 
application of the carload rate and minimum weight, plus 2% 
cents for any loading or unloading service performed by the 
carrier, as the maximum charge on a less-than-carload shipment, 
can make any difference in the trap car charges on the entire 
aggregation of less-than-carload shipments in the car, if the car. 
load charge thus applied to the large less-carload shipment, and 
the less-than-carload rates applied to the other shipments jp 
the same car, when combined, will yield the carrier the minimum 
revenue which it must receive under the trap car rules. If the 
minimum revenue on less-than-carload shipments is made yp 
on the aggregate, it can make no difference whether the large 
less-than-carload shipment was charged at the carload rate and 
minimum as maximum, or at the straight less-than-carload-and- 
actual-weight basis; the carrier is being paid for the trap car 
service. It is receiving less than carload revenue on the entire 
lot, the same revenue as it would receive had al) shipments ip 


the car been carted to its outbound freight station and forwarded 
therefrom. 


The above is our view of the situation where there is no 
trap car charge, in addition to the through rate from origin to 
destination. If there is a separate trap car charge, its minimum 


must be protected, regardless of what road-haul charges ar 
assessed. 


General Order 28—Application of Increases to Minimum Charges 

Colorado.—Question: The question has come up relative to 
the proper minimum charge to apply, resulting from the Director. 
General’s order No. 28. Santa Fe Tariff 7641, I. C. C. No. 7679, 
carried a rate of 20 cents per ton, with a minimum of $3 per 
car. Supplement No. 4, I. C. C. No. 7679, June 25, 1918, increased 
charges 25 per cent. Supplement No. 4 is a general increase 
supplement and gives rates from 1 cent to $6.25 in one column 
and the increased rates in another column. Under the heading 
of Application of Rates, it provides as follows: 


Effective June 25, 1918, all rates then in effect named in tariffs 
enumerated herein and in prior supplements thereto as indicated, to 
each of which tariffs this is a special supplement, will increase to 
oe — shown in Column B of table of rates on pages 4 to 7 inclusive 

ereof. 


‘The railroad company contends that this supplement, there 
fore, increases the minimum charge, as well as the rate. The 
tariff does not refer any place else to the minimum charge on 
shipments of this character, inasmuch as the shipment was an 
intra-yard switching movement. ; 


Will you give us your interpretation as to whether or not 
the minimum charges on intra-terminal switching service were 
increased under the Director-General order No. 28 and, if not, 
give us reference to any interpretation that you might have, is 


sued by the Director-General or rate committees in authority at 
that time? 


Answer: For the purpose of illustration, it will be noted 
that item 645 of A. T. & S. F,, I. C. C. 7679, provides an intra 
yard switching rate of 20 cents per ton, minimum charge % 
per car, between certain industries in Pueblo, Colo. If there 
are twenty tons in a shipment moving from one of these indus 
tries to another, the charge for moving the shipment on June 
24, 1918, would have been $4. If there should be ten tons it 
the car, and there were no minimum charge, at 20 cents pe 
ton the charge would be $2, but here we have a substitution of 
a rate of $3 per car, in lieu of 20 cents per ton, and $3 becomes 
the “rate” instead of “20 cents,” and for each and every cal 
containing tonnage which, if charged at 20 cents per ton, would 
produce less than $3, the 20-cent rate is rendered inoperative. 
If we should say the rate was still 20 cents, then, on a ten-tol 
shipment we could produce only $2 revenue on the car. 


Our view is that two separate rates cannot be applied 0 
the same shipment. On a ten-ton shipment, therefore, your rate 
is either 20 cents per ton or $3 per car. It depends on the tor 
nage in the car which rate shall be applied. We cannot reach 
any conclusion that a minimum charge is not a rate. It is@ 
rate-per-shipment when it operates to the exclusion of the ralt 
per 100 pounds or per ton, etc. 


If the rate is $3 per car, or per shipment, according to rule 
1, page 2 of Supplement 4, the $3 must be found in column A 
and increased to the figure shown in column B. The 20-cents- 
per-ton rate is absorbed in the $3-per-shipment rate. The ree 
and not the former, determines the total charge on shipments 0 
less than 15 tons. ¥ 

In Montague & Co. vs. A. T. & S. F., 17 1. C. C. 72 - 
Commission, in dealing with readjustment of minimum carlo 
weights on furniture, said: “It is not possible to fairly adjus 
the rate without a proper adjustment of the minimum. 
testimony shows that the minimums have been fixed with # 
view to producing about $250 per car. If the carrier may be 
erly provide that it will not receive less than a certain sum 0 
the transportation of a car across the continent, the shipper may 


also ask to be protécted upon the same theory against being 
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compelled. to pay more than a certain sum. This would logically 
lead to the fixing of a rate ‘by the car’” * * * 

Whether the minimum is published as a minimum weight 
or minimum charge, when the tonnage is so light as not to pro- 
duce charge in excess of or equal to the minimum, at the per 
hundred, or per ton rate, etc., the result is the same, it effectu- 
ally establishes a rate per car or per shipment. Also see Sun- 
derland Bros. vs. St. L.-S. F., 23 I. C. C. 261; Lull Carriage Co. 
vs. K. & S. Railway, 19 I. C. C. 15 

It°is possible, however, that if the matter were submitted 
to the Commission for interpretation, it would hold the $3 mini- 
mum charge was not increased, regardless of the above reason- 
ing; for in Swift & Company vs. Director-General, 68 I. C. C. 287, 
the special supplement provided that the minimum charge on 
less-carload shipments would be as provided in the classification 
“or tariff” governing. In some instances the minimum charge 
‘was published in the tariff, and, of course, this removed same 
from the special supplement, and the carriers contended that 
the minimum charge in the tariff was increased 25 per cent by 
_the special supplement under the clause quoted in your question. 
‘The Commission stated, “but the tariff provisions stating that 
‘in no case shall the charge on a single shipment be less than 
50 cents, cannot be regarded as naming ‘rates’ within the mean- 
ing of the rule quoted.” 


Undercharges—Time Within Which Suit May Be Filed in State 
’ of Texas 

Texas.—Question: What is your understanding of the limi- 
tation in which carriers can collect undercharges. I have an 
attorney’s ruling on this matter which, however, is not very 
clear. He claims that the bill of lading, as a written contract, 
expires under four years’ status as recovery from any cause. 
iH possible, quote some Texas court ruling in connection with 
this. 

Answer: According to our understanding, an action for 
the collection of undercharges must be brought in the state of 
Texas within four years after the cause of action accrues. 
We cannot locate court decisions covering the question. 


Undercharge—Time Within me syrs Suit May Be Filed in State 
of Ohio 

Ohio.—Question: Advise us length of time in the state of 
Ohio the carriers can collect on old undercharge shipments. 
We have shipment made in April, 1918, and the carriers 
are now wishing us to make settlement on the old shipment. 
. Answer: The statute of limitations of the state of Ohio 
provides that an action upon a liability created by statute, other 
than a forfeiture or penalty, may be brought within six years. 

As under the statutory law of that state it is unlawful.for a 
railroad to charge a less compensation for the transportation of 
property than is specified in its printed schedules, the above 
referred to limitation is apparently applicable to actions for 
undercharges. 

Reparation—Time Within Which Claim May Be Filed with 
Commission 

Alabama.—Question: Paragraph 3, section 16, of the inter- 
state commerce act, as revised to April 1, 1920, states that com- 
plaints for the recovery of damages must be filed with the Com- 
mission within two years from the time the cause of action 
accrues, and not after, unless the carrier, after the expiration 
of such two years or within ninety days before such expiration, 
begins an action for recovery of charges in respect of the same 
service, in which case such period of two years shall be extended 
to and including ninety days from the time such action by the 
carrier is begun. : 

We have some shipments that moved in March, 1920, and 
the carriers submitted undercharge bills in July, 1920, which 
undercharge bills have not yet been paid. Investigation devel- 
ops that the undercharges are eorrect and we desire to make 
payment, but before doing so we would appreciate an expression 
from you as to whether a formal complaint can be filed at this 
late date, attacking the unreasonableness of the rate which the 
carriers are using on their undercharge bills. Would you infer 
that the carriers had begun an action for recovery of the charges 
‘on these shipments when the undercharge bills were presented, 
or do you feel that the above phraseology means when action 
by law is begun? 

Answer: .The word “action,” as used in a statute generally 
refers to an action at law, and not merely a demand, and, con- 
sidering the context of section 6 of the act, it is our opinion that 
it would be held, as regards the use of this word therein, that 
this is the construction to be given the word. 

Minimum Weight in Excess of Amount that Can Be Loaded into 
Car 

New York.—Question: In your issue of September 30 (p. 
718), your answer to “Massachusetts,” under Questions and An- 
swers, discusses the question of fixing the minimum weight at 
a figure that cannot be loaded in the car. In your answer you 
have overlooked the case of Briggs & Turivas vs. Director-Gen- 
eral et al., 61 I. C. C. 363, where the particular question of the 
minimum weight on turnings was involved. It is a fact that iron 
‘and steel turnings are comparatively bulky and it is difficult to 
load the minimum of 56,000 pounds in small-size open-top equip- 
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ment. This hardship is felt more now because of the restrictions 
in effect under the Commission’s service orders. It seems un- 
reasonable that a higher minimum weight should be provided 
for turnings than for scrap iron, and we doubt if the Commission 
would have issued its order dismissing the case of Briggs & 
Turivas if the shipments had moved during a time when war 
conditions did not make the intensive loading of cars a necessity. 
The opinion itself in that case points out that the shipper who 
loaded the car at Elmira did not do all that could be done to 
conserve equipment. Under normal conditions the Commission 
might have arrived at a different conclusion. 


Answer: In our answer to “Massachusetts” we did not mean 
to give the reader the impression that in all cases where a 
carrier furnishes a car for a particular shipment and that car 
will not contain the minimum weight established for that com- 
modity, the Commission would condemn the minimum weight as 
being unreasonable. We stated: “The Commission consistently 
condemns as unreasonable, however, a minimum weight that is 
greater than the amount of the commodity which can be loaded 
into the car furnished.” The “car furnished” means the car 
ordinarily furnished by the carrier for transporting that com- 
modity. Obviously, it could not mean each and every car fur- 
nished. That would mean the smallest car operated by the car- 
rier would be used by the Commission as a measure for deter- 
mining the minimum weight on all cars, or, in each instance, the 
agent of the carrier would have to determine for himself that 
the car would hold the minimum before placing same for loading, 
and if he missed his guess and the shipper loaded the car, trouble 


which neither the shipper nor carrier perhaps could forese, would 
ensue. 


The case of Briggs & Turivas vs. Director-General, 61 I. C. C. 
363, merely supports our answer and does not conflict therewith. 
We did not undertake to say whether the Commission would find 
on investigation the minimum on borings and turnings to be un- 
reasonable in his particular shipping, but meant to inform the 
reader that if the ordinary car furnished by the carrier at points 
on its line would not accommodate the minimum weight of 56,000 
pounds, it would likely be condemned. There are many railroads 
in the country whose cars might not accommodate this amount 
of turnings, although this was not the case in Briggs & Turivas. 

In view of the evidence submitted in this case, showing the 
average loading to be in excess of the minimum, and which was 
not controverted by the plaintiff, we hardly believe the decision 
would have been different had the national emergency existed 
at that time, for the emergency did not seem to produce the 
efficiency in weight under the minimum, but, rather, was it pro- 
duced, apparently, by the shipper’s method of loading. 


Sales—Seller Must Deliver at Place Specified in Contract of Sale, 
or Be Liable in Damages to Seller 


Ohio.—Question: A client of ours early in the year made a 
contract with customer of his to deliver a shipment of structural 
steel to local point on the D. T. & C., the terms of which were 
freight allowed. Since taking the contract this railroad has 
ceased operation, by order of the court, account of operating at 
a loss. Now, should he lay this steel down at the D. T. & C. 
point, or should he simply allow the freight which would accrue 
under the tariffs of the defunct railway? 


Answer: Unless some other place of delivery is subse 
quently agreed upon, the seller must make delivery at the place 
specified in the contract of sale, and before suing for the price 
must there tender the goods. However, if the buyer accepts 
delivery at a place other than that provided for, he waives any 
objection he might otherwise have made to the place of delivery, 
and becomes liable for the price to the same extent as though 
delivery had been made at the place designated. 


Where the contract of sale is executory and relates to uni 
dentified property so that any property of the kind and quality 
stipulated for may be delivered, the seller assumes an absolute 
liability to make delivery and is not excused from nonperform- 
ance by the happening of unforeseen events and accidental 
causes preventing his filling the contract in the manner he may 
have contemplated. This is in pursuance of the general rule 
that where a person absolutely contracts to do a certain thing 
not impossible or unlawful at the time, he will not be excused 
from the obligation of the contract unless the performance is 
made unlawful or is prevented by the other party; neither 
inevitable accident nor even those events denominated acts of 
God will excuse ‘him, and the reason given is that he might 
have provided against them by his contract. 


So, where the seller agreed to ship the goods sold by vessel 
by a certain time and, before the full time for so shipping, the 
river froze and all shipment was thereby prevented, it has beet 
held that this did not relieve him from his obligation and that 
he was liable for the damages resulting to the buyer from his 
failure to ship the goods by the specified time. Eugster vs. West, 
48 Am. Rys. 232. 


In the instant case there may, however, be certain conditions 
present which would relieve the seller of his obligation to make 
delivery at destination in accordance with the contract of sale, 4 
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knowledge of which is necessary to determine definitely the 
rights: of the parties to the contract. 


Seale—Carrier Cannot by Agreement to Furnish Exempt Itself 
from Liability for Negligence 

New York—Question: One of the carriers in this city is 
desirous that we use his seals and wishes us to sign an agree- 
ment which reads as follows: “In consideration of the XYZ 
Railroad Company providing. car. seals for our use in securing 
cars loaded by us, we hereby agree that the said railroad com- 
pany; shall not be held responsible for any shortages in lading 
providing the seals we placed on such cars are intact at des- 
tination, and so recorded by the delivering agent.” 

There is some question in our minds as to whether or not 
they are-within their rights in requesting that this sort of agree- 
ment be signed, and as to whether it would hold up in case of 
lability: caused by shortage in the lading, inasmuch as our bills 
of lading are not at the present time qualified as to shipper’s 
load and count. 

If*you\ have any rulings in a similar case kindly submit for 
our consideration. 

Answer: In our opinion, such an agreement as that set 
forth above would not be binding upon a shipper, for at least 
two reasons, one being that there is not a sufficient considera- 
tion, the other that under the law a carrier may not by any 
contract provision or otherwise limit its liability for injury to 
or loss of goods shipped, where such injury or loss is caused 
by its own negligence, 

As to the first reason, inasmuch as the carrier, and not the 
shipper, must.protect goods while in transit, we cannot see that 
there: is; any, duty. or obligation on the part of the shipper to 
Dlace seals on” a car. 

As to the second reason, while it might be held that where 
the loss or injury did not result from negligence on the part 
of the carrier (assuming that a sufficient consideration exists), 
the agreement would exempt the carrier from liability in the 
absence of proof on the part of the shipper that the carrier was 
negligent, it would not.exempt the carrier from loss or injury 
resulting from the carrier’s negligence, for such an agreement 
would not be binding upon the shipper. 


Reconsignment of Less-than-Carload Express Shipments— 
Charges Applicable 

Missouri.—Question: We had shipped to us from Alton, Ia., 
to Kansas City, Mo., one crated hog, which really should have 
been billed to Grandview, Mo. The shippers made a mistake 
in billing it, so when same arrived at Kansas City, and we were 
notified, the express company was requested to change the des- 
tination of the shipment to Grandview. We contend that the 
express charges should be based on through rate from point of 
origin to destination, in view of rule 21, paragraph C, of Express 
Classification; also considering that we really never took de- 
livery of this shipment, but instructed the carrier by ’phone to 
forward same to its new destination. 

On a-similar shipment involved, the express company allowed 
us the benefit of the through rate, but in this instance have 
refused to: do so. It would appear from the wording of their 
rule that one has to determine when a shipment can no longer 
be considered as being in transit. Will you, therefore, please 
advise whether we are entitled to the through rate and if the 
shipment should be considered as being in transit until the time 
it is taken into our possession? 

Answer: Rule 22 of Official Express Classification No. 27, 
relating’ to reconsignments as: distinguished from diversion or 
change. of destination in transit, reads, in part, as follows: 


Less than Carloads.—On shipments other than carloads, which, 
after reaching original destination, are, by order of the owner, recon- 
signed or reforwarded to the same or other consignee at another point, 


full local charges to and from the point of reconsignment must be 
assessed. 


Under this rule the carrier is properly charging the sum of 
the locals to and from Kansas City. 


HEARING IN ICE CASE 


Hearing on I. and S. Docket 1640 was held in Chicago, Oc- 
tober 9, before Examiner Hillyer. The case deals with increased 
rates on ice, C. L., from Wisconsin points to Chicago. The 
Chicago & Northwestern, Chicago, Milwaukee & St. Paul, and 
the Minneapolis, St. Paul & Sault Ste. Marie filed tariffs con- 
taining schedules stating new individual and joint rates and 
charges and new individual and joint regulations and practices 
affecting such rates and charges, to become effective September 
. oa The Commission suspended the tariffs until January 

George B. Schrand, superintendent, North Western freight 
terminals, Chicago, was the principal witness for the respond- 
ents. He cited reasons why an increase in rates was necessary. 
“Ice service,” he said, “is a special service and requires special 
trips because of the perishable nature of the commodity, espe- 
cially in. hot weather; also because it is a commodity of which 
dealers must secure a supply daily, as not much is kept in 
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reserve. Because of the dampness of cars used in carrying ice, 


these cars cannot be used for other purposes.” 

John P. Boyle, president of the Boyle Ice Company, was 
the outstanding witness for the protestants. He denounced the 
service given ice dealers by the railroads. 

“It has been hard enough to secure cars in the past to ship 
ice,” said he, “but it is getting even worse. We are put to 
an expense in cleaning these cars and repairing floors and doors 
of same. We seem to get cars unfit for any other purpose. 
We have to stand a 20 per cent loss in shrinkage, when ice 
is sent in ordinary box cars, while the loss in refrigerator cars 
is but 4 or 5 per cent; but we get few cars of the latter type.” 

W. J. Wormer, chairman of the transportation committee 
of the Chicago District Ice Association, presented various ex- 
hibits relative to ice rates. He stated that the ice rate was 
now paying more than the average rate on any other class 
of traffic. 


HEARINGS IN SALT CASES 


Hearings in dockets 14106 and 14157 were continued by Ex- 
aminer Hillyer, in Chicago, October 6, and the latter case, the 
last of the combined salt cases, will be concluded October 7. 

W. J. Tompkins, an Ohio salt producer, declared that the 
transportation costs were such west of Chicago and west of the 
Mississippi as to call for a higher rate than for similar dis- 
tances east of Chicago and east of the Mississippi. 

Fred Higbie, a salt dealer in Chicago, testified as to the 


selling price of rock salt, stating that it sold for $5.80 a ton in 
Chicago. 


Bevis Longstreth, president of the Bavis Rock Salt Com- 
pany, Lyons, Kan., testified in opposition to claims of eastern 
producers. He requested the abolishing of discrimination in 
rates in Iowa and ‘Mississippi. 

W. T. Hickerson, rate expert, and a Kansas salt producer, 
presented a series of exhibits showing the discrimination claimed 
by Mr. Longstreth. He suggested a mileage rate. He favored 
an increase from $2.30 to $3 a ton on rock salt, from Detroit 
to Chicago. The New York rate, $3.80 a ton, he said, should be 
retained. He suggested reducing the Kansas rate to Chicago 
from $4.62 to $4. The Louisiana rate of $4.62 he favored being 
reduced to $4.60. 


Hearings in the combined salt case were concluded Octo- 
ber 7. 


Joseph A. Muland, of the Southern Pacific Railroad, was 
the first witness October 7. He was followed by J. A. Brown, 
of the Gulf Coast Lines, Louisiana. Both are original carriers 
of salt at Louisiana mines, carrying the salt from the mines 
to the I. C. Mr. Muland said that the present rate on salt from 
Louisiana to Chicago has been in effect since 1905, varying only 
slightly, in accordance with reductions and increases in railroad 
rates during this period. He declared that the present rate 
of $4.61% a ton, from Louisiana to Chicago, was not remuner- 
ative but was compensatory. No salt would move from Lou- 


isiana to Chicago if the rate was higher, according to Mr. 
Muland. 


Mr. Brown corroborated the testimony given by Mr. Mu- 
land. 


E. J. Bachman, of the Jefferson Island Salt Company, Louisi- 
ana, claimed that if the rate was increased it would be im- 
possible to ship salt to Chicago, in competition with Detroit. 


INTERLOCKING DIRECTORATES, ETC. 


M. S. Hawkins has been permitted to hold the position of 
director with the Kinston Carolina Railroad Company and Caro- 


lina Railroad Company in addition to offices previously author 
ized. e 


R. D. VanDuzer has been permitted to hold the office of 
general land and tax agent with the Lehigh Valley Railroad 
Company and Buffalo Creek Railroad Company. 

Claire Bolinger Williams has been authorized by the Com 
mission to hold the position of purchasing agent of the Central 
Railroad Company of New Jersey and to perform, with title, the 
duties of purchasing agent of the New York & Long Branch 
Railroad Company. 

The Commission has authorized Arthur F. Parrott to hold 
the office of president on the Dexter & Newport Railroad Com 
pany in addition to position previously authorized. . 

Raymond G. Eberly has been authorized to hold the positioa 
of treasurer or assistant treasurer with the Chicago & State 
Line Railroad Company, Nickel Plate Connecting Railroad Cor- 
poration and Fort Wayne, Cincinnati & Louisville Railroad 
Company in addition to those previously authorized. 

Robert S. Lovett has been.authorized to hold office a8 di- 
rector with the New York Central Railroad Company, Michigal 
Central Railroad Company, C. C. C. & St. L. Ry. Company, 
West Shore Railroad Company, Illinois Central Railroad Com 
pany, Union Pacific Railroad Company, Chicago & Alton Rail- 
road Company and various other smaller roads. 
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Digest of New Complaints 





No. 14102. Sub. No. 1. Crown Overall Mfg. Co., Cincinati, O., vs. 
Alabama & Vicksburg et al. z 

Unjust, unreasonable, preferential and prejudicial rates on over- 

alls from Cincinnati to various destinations. Asks reparation, 
No. 14238. Layne & Bowler Co., Memphis, Tenn., vs. Director Gen- 
eral as agent. 

Unjust and unreasonable charges on car of second-hand ma- 
chinery from Montgomery, Ala., to Welsh, La. Asks reparation. 

No. 14240. Armour & Co;, icago, vs. D. L. & W. 

Unjust and unreasonable rates and charges on lard from points 
in Missouri, Kansas, Nebraska, Iowa, Minnesota, Illinois and In- 
diana, to points within the free lighterage limits of New York 
Harbor, at which property is received for shipment to foreign 
countries and points in the state of New Jersey. Asks cease and 
desist order, just and reasonable rates, and reparation. 

No. 14241. Krauss Brothers Lumber Co., New Orleans, vs. Director 
General, ag agent, Atlantic Coast Line et al. 

Unjust, unreasonable and unlawful charges on 3 carloads of 
lumber from Jakin, Ga., to Jersey City, N. J., because of assess- 
mtent of demurrage following refusal of Atlantic Coast Line to 
reconsign shipments because of alleged existence of embargoes on 
lines of its connections. Asks reparation. 

No. 14242. Consolidated Lumber Co., Los Angeles, vs. Director Gen- 
eral, as agent, Los Angeles & Salt Lake. 

Unjust, unreasonable and discriminatory rates on 734 carloads 
of lumber from East San Pedro, Cal., to Wilmington, Cal., be- 
cause of assessment of minimum charge of $15 per car and to 
the extent they exceeded a subsequently established rate of 1% 
cents per 100 lbs. minimum charge $6.50 per car. Asks reparation. 


No. 14243. Express Publishing Co., San Antonio, Tex., vs. Albany 
Southern et al. 


Unjust.and unreasonable rates on newsprint paper from Liver- . 


more Falls and Millinocket, Maine, Corinth and Ompenaburs, N. 
Y., and Ottawa, Ontario, to San Antonio, Tex. Asks cease and 
desist order and establishment: for the transportation of newsprint 
paper, carloads, minimum weight 36,000 pounds, joint rates and 
through routes such as the Commission may deem just and rea- 
sonable, and reparation, 

No. 14244. Erie Railroad Co. et al. vs. Alabama & Vicksinrs et. al. 

Alleges that divisions of joint rates and charges on shipments 
of fresh fruits ‘and vegetables are inequitable, unjust, unreason- 
able and unduly prejudicial. Asks that an order be made pre- 
scribing a just and reasonable specific rate, charge or allowance 
to be made, allowed and paid to the Erie, the delivering carrier, 
said rate, charge or allowance to be deducted before the revenue 
is prorated among the interested carriers, the just, reasonable and 
equitable divisions to be received by the parties hereto from all 
and each, the joint rates and charges after said allowance or 
deduction prayed for is made, included in this proceeding; that 
the Commission determine what would have besn and will be the 
just, reasonable and equitable divisions of all said rates and 
charges on and since August 26, 1920, and for the future, and 
reparation. 

No. 14245. Jackson Traffic Bureau, Jackson, Miss., vs. Alabama & 
Vicksburg et al. 

Unjust, unreasonable, discriminatory and preferential rates on 
etroleum products from El Dorado, Ark., to Jackson, Miss. Asks 
ust, reasonable and nondiscriminatory through joint rates. 

No. 14246. Corona Coal Co., Birmingham, Ala., vs. St. Louis-San 
Francisco et al. , 

Unjust, unreasonable and prejudicial rates on coal from War- 
rior coal field in Alabama to Pensacola, Fla. Asks reparation. 
No. 14247. Wadhams Oil Co. et al. Milwaukee, Wis., vs. C. & N. W. 

et al. 

Unjust, unreasonable and prejudicial rates on petroleum prod- 
ucts from refineries in Oklahoma and Kansas to Milwaukee and 
contiguous points. Asks cease and desist order and reparation. 


No. 14248. M. Bortz Co. et al. Chicago, Ill., vs. Ann Arbor et al. 
Unjust and unreasonable rates on pickled herring from Seattle, 
Wash., Vancouver, B. C., and other Puget Sound points to Chi- 
cago, Ill., and destinations in Transcontinental Groups A, B, C 
and D. Asks reparation. 


No. 14249, erimed Retort & Fire Brick Co., Ottawa, Ill., vs. C. R. I. 
& P. et al. 
Excessive, unjust, unreasonable, prejudicial and preferential 
rates on brick from Ottawa to Chicago, as compared with rates 
from St. Louis to Chicago. Asks cease and desist order, and just 


and -reasonable rates on brick to Chicago from St. Louis and 
Ottawa. 


No. 14250. Diamond Crystal Salt Co. et al., St. Clair, Mich., vs. Aber- 
deen & Rockfish et al. 

Unjust, unreasonable, discriminatory, prejudicial and pref- 
erential rates, also in violation of section 4, on salt from com- 
piatients Michigan and Ohio salt flelds to various destinations 
n the United States; also alleges that the through rates and 
minima as applied to the interstate movement of salt between 
the points in territory described in complaint are unjust and un- 
reasonable and unduly prejudicial to interstate commerce and 
— to intrastate commerce and exceed the aggregate of 
ocals. Asks cease and desist order, just, reasonable and non- 
discriminatory rates and minimum weights on salt in carloads, 
all kinds, in packages and in bulk; asks order requiring the car- 
riers to remove the discrimination or to establish minimum rates 
with reasonable minimums from competing fields in New York, 
Kansas and Louisiana, and maximum rates with reasonable mini- 
mums from Ohio and Michigan salt fields to the destinations in- 
volved, and reparation. 

No. 14253. Jos. Ban t & Sons Co. et al., Wilmington, Del., vs. 
Philadelphia & ing et al. 

Unjust, unreasonable. discriminatory, prejudicial and preferen- 
tial rates and charges because on numerous commodities shipped 
in interstate commerce to and from the sidings of the com- 
plainants from and to points on the lines of the defendants and 
their connecting carriers in the various states, the defendants, 
in so far as they participate in the traffic, assess and collect rates 
in excess of the rates applied to like and contemporaneous serv- 
ices in the transportation of like kinds of traffic under substan- 
tially similar circumstances and conditions to and from Wilming- 
ton, Del., and to and from the plants, sidings and team tracks of 
numerous other shippers located in or near Wilmington from and 
to the same points of origin and destination. Asks cease and 
desist order, just, reasonable, non-discriminatory and non-preju- 
Gicial rates, rules, regulations and practices, and reparation. 
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No. 14254. Traffic Bureau Chamber of Commerce, La Crosse, Wis,, 
vs. Director General, as agent, B. & O. et al. 

Unjust and unreasonable rates on 29 shipments.of empty re. 
turned beer packages from points in West Virginia to La Crosse, 
Asks reparation. 

No. 14255. Jackson Traffic Bureau, Jackson, Miss., vs. Alabama & 
Vicksburg et al. 

Unjust, unreasonable, discriminatory rates on bagging for cot- 
ton bale covering from Augusta, Ga., to Jackson, Miss. Asks 
cease and desist order, just and reasonable rates and reparation, 

No. 14256. Southern Arizona Traffic Assoc., Douglas, Ariz., et al. ys. 
Chicago, Rock Island & Gulf et al. 

Unjust, unreasonable, discriminatory, preferential and preju- 
dicial* rates on Soline and other products of petroleum from 
Texas points to uglas and Bisbee, Ariz. Asks cease and desigt 
order, just and reasonable rates and reparation. 

No. 14257. The Imperial Tobacco Co., Ltd., Richfond, Va., vs. Direc. 
tor General, as agent. 

Unjust_and unreasonable rates on leaf tobacco from Nashville, 
Ga., to Richmond, Va. Asks reparation. 

No. 14257. Sub. No. 1. Same vs. Same. 

Same complaint and prayer with reference to other shipments 
of leaf tobacco between the same points. 

No. 14257. Sub. No. 2. Same vs. Same. : 

Same complaint and prayer with reference to other shipments 
of leaf tobacco between thé same points. 

No. 14258. The Buckeye Fire Clay Company, et al., Uhrichsville, Ohio, 
vs. Ahnapee & Western et al. 

Unjust, unreasonable, discriminatory, prejudicial and preferen- 
tial rates on sewer pipe and various other kinds and forms of 
clay products from points of origin in Pennsylvania, Ohio, and 
Indiana to points in Official] Classification, Territory, including 
points on the west side of Lake Michigan in Michigan, Wiscon- 
sin and Illinois, and points on the west bank of the Mississippi 
River in Iowa and Missouri, to which the published rates are the 
same as, or are made with relation to, the New York-Chicago 
basis; to Duluth, and Superior, Wis.; St. Paul and Minneapolis, 
Minn., and other points in Wisconsin and Mnnesota, in Western 
Trunk Line territory to which through rates are published from 
the points of origin referred to in Official Classification territory, 
either as through specific commodity rates or as through joint 
class rates subject to the official classification rating, minima, 
rules and regulations; also to Norfolk, Portsmouth, Newport News, 
Richmond, Lynchburg, Roanoke and other points in Virginia tak- 
ing the same rates or rates made with relation therto. Ask fora 
cease and desist order, just, reasonable and non-discriminatory, 
non-prejudicial and non-preferential rates. 

No. 14259. Flushing Farmers Elevator Co., Flushing, N. D., vs. Di- 
rector-General, as agent. 

Unjust and unreasonable switching charge on grain at Minne- 
apolis during federal control. Ask reparation. 

No. ——- Charles L. Bird, Boston, Mass., vs. Director-General, as 
agent. 

Unjust and unreasonable rates on beet sugar from points in 
Utah to various interstate destinations. Asks reparation. 

No. 14260, Sub. No. 1. W. F. Schrafft & Sons Corp., et al., Boston, 
Mass., vs. Director-General, as agent. 


ame complaint and prayer on shipments of beet sugar from 
points in Utah. 


No. 14260, Sub. No. 2. New England Confectionery Co., Boston, Mass., 
vs. Director-General, as agent. 

Unjust and unreasonable rates on beet sugar from Cornish, 
Utah, to Boston, Mass. Asks reparation. 

No. — Loose-Wiles Biscuit Co., Kansas City, Mo., vs. Santa Fe., 
et al. 

Excessive, unjust and unreasonable fifth class rates on bicar- 
bonate of soda from Syracuse, N. Y., to Kansas City, Mo., because 
of application of fifth class rates from St. Louis, East St. Louis 
and Upper Mississippi River crossings.to Kansas City. Asks just 
and reasonable rates for the future and reparation. 

No. 14262. Toberman, Mackey & Co., St. Louis, Mo., vs. Director- 
General, as agent. 

Excessive charges for car service and demurrage on carload of 

hay from Avoca, Mich., to Camp Jackson, S. C. Ask reparation. 
No. 14263. Jointless Fire Brick Co., Chicago, Ill., vs. C. I. & L. et al. 

Unjust and unreasonable rates on crushed refuse fire brick and 
fire clay mixed with water from Chicago to points in Alabama 
and Birmingham, because in excess of the fire brick rate. Asks 
cease and desist order and the application of fire brick rates on 


oar ei of jointless fire brick, trade name ‘‘Plibrico’’-and repa- 
ration. 


No. oe. The National Refining Co., Cleveland Ohio, vs. L. & N. 
et al. 

Unreasonable, discriminatory, prejudicial rates on crude oil from 
Beattyville, Ky., to Findlay, Ohio, Petrolia, Ont., and to Toledo, 
Ohio, because defendants have asserted that complainants’ ship- 
ments of oil should have been and must be for the future 
described and shipped as gasoline or casinghead gasoline subject 
to the regulations of the Commission governing such shipments. 
and refuses to accept such shipments unless so described and 
shipped and has called upon the complainant to pay charges on 
the basis of rates applicable to ‘shipments of gasoline or casing’ 
head gasoline. Asks cease and desist order, reparation and i 
Commission finds that under its regulations shipments should 
have been described as gasoline or casinghead gasoline an order 
amending its regulations to permit complainant to ship the: kind 
of oil involved as crude oil. 

No. 14265. Traffic Bureau Chamber of Commerce, La Crosse, Wis., V5 
Director-General, as agent, B. & O., et al. 

Unjust and unreasonable rates on empty return beer packages 

from points in New York, Virginia and West Virginia to La Crosse. 


— reparation, cease and desist order and just and reasonable 
rates. 


No. 14266. Traffic Bureau Chamber of Commerce, La Crosse, Wis: 
vs. Director-General, as agent, B. & O., et al. 

Unjust and unreasonable rates on a return beer packag? 
from points in Indiana, Kentucky and chigan, Ohio, Pennsy 
vania and Washington, D. C., to La Crosse, Wis. Asks cease all 
desist’ order, just and reasonable rates and reparation. 

No. 14267. Gulf Production Co., Pittsburgh, Pa., vs. Director-General 
as agent, Midland Valley, et al. ial 

Unjust, unreasonable and discriminatory rates on tank materia. 


knocked down, from Watkins, Okla., to Tiffin, Texas. Asks rep- 
aration. 


No. — The Seymour Manufacturing Co., Seymour, Conn., V8. New 
aven. 


Unjust and unreasonable rates on disks of brass from Seymour, 


Conn., to Boston, Mass. Asks cease and desist order and reparé 
on. 
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Union Pacific 
the trans-continental bridge 


The Union Pacific is the great transcontinental bridge over 
which passengers and freight from the Great Lakes on the 
north, the Gulf of Mexico on the south and the Atlantic 
Seaboard on the east are delivered to the Pacific Coast. 








To serve acceptably so large a part of the United States 
requires a railroad constantly maintained at a high point 
of efficiency and physical excellence. In this respect the 
Union Pacific’s record is an outstanding one. It ranks 
second to none among American railroads. 


Map of through train routes between the East and 
the West—Union Pacific System and connections. 
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Traffic Agencies 


Complete information regarding passenger and freight 
service cheerfully furnished by any Union Pacific repre- 
sentative. Offices are maintained at principal cities 
throughout the country. 
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A. L. CRAIG, General Passenger Agent, Omaha, Nebraska 

D. S. SPENCER, General Pass. Agent, Salt Lake City, Utah 
WM. McMURRAY, Gen’l Passenger Agent, Portland, Oregon 
T. C. PECK, Gen’! Passenger Agent, Los Angeles, California : 


C. J. LANE, General Freight Agent, Omaha, Nebraska 

J. A. REEVES, General Freight Agent, Salt Lake City, Utah 
H. E. LOUNSBURY, General Freight Agent, Portland, Oregon 
W. F. LINCOLN, General Freight Agent, Los Angeles, Cal. 


#1 








832 THE TRAFFIC WORLD 


No. 14269. The Victor“American Fuel Co., Denver, Colo., vs: Director= 
General, as agent, Colorado & Southern, 

njust, unreasonable, discriminatory, prejudicial and prefer- 
ential rates on 28 cars of water from Trinidad to Bowen, Colo. 
Asks reparation. 

No, oe Armour & Company, Chicago, vs. Director-General, as 
agen 
Unjust and unreasonable rates on nitrate of soda from Jersey 
City, N. J., to Chicago, also from Chauncey, N. Y., to South 
Omaha, Neb., and*to_ Kansas City, Kan. Asks reparation. 
No. 14270, Sub. No. 1. Fowler Packing Co., Kansas City, Kan., vs. 
Director-General, as agent. 
Unjust and unreasonable rates on nitrate of soda from Jersey 
City, N. J., to Kansas City, Kan. Asks reparation. 
No, 14270, Sub. No. 2. Hammond Packing Co., Chicago, vs. Director- 
General, as agent. 
— and unreasonable rates on nitrate of soda from Chauncey, 
N. +, to St. Joseph, Mo., and from New York to St. Joseph. 
Asks reparation. 
No. 14271. The Southern Cotton Oil Co., Savannah, Ga., vs. Director- 
General, as agent. 
Unreasonable rate on carload of coal from Helenwood, Tenn., to 
Wilson, N. C. Asks reparation. 
No. 14272. The Cambria Steel Co., Philadelphia, Pa.; vs. Director- 
General, as agent, 
Unjust and unreasonable rates on bituminous coal from Plum 
Creek, Pa., to Johnstown, Pa. Asks reparation, 
No. 14272. Sub. No. 1. Same vs. Same. 
Unjust and unreasonable rates on bituminous coal from Coal- 
port, Pa., to Johnstown, Pa. Asks reparation. 
No. 14272. Sub. No. 2, Same vs. Same. ; 
Unjust and unreasonable rates on bituminous coal from various 
Pennsylvania points to Johnstown, Pa. Asks reparation. 
No. 14273. Flour City Fuel and Transfer Co., Minneapolis, Minn., vs. 
Director-General, as agent. 
Unjust, unreasonable, discriminatory, preferential or prejudicial 
rates on.coal from Coxton, Pa., to Minneapolis. Asks reparation. 
No. 14274. The National Live Stock Exchange, Chicago, Ill., vs. Atchi- 
son, Topeka & Santa Fe et al. 

Alleges that in western classification territory except in so 
far as rates are published on a per ear basis, the minimum 
carload weights and charges on sheep, lambs, goats and kids in 
double-deck cars are unjust, unreasonable and discriminatory. 
Asks cease and desist order and establishment of minima as fol- 
lows: For cars not over 36 feet 7 inches in length, inside measure- 
ment, 18,000 pounds; for cars over 36 feet 7 inches and not over 
40 feet in length, 19,000 pounds; for cars over 40 feet in length, 
20,000 pounds. 


No. iw Seaboard By-Product Coke Co., Pittsburgh, Pa., vs. D. L. 


Unjust, unreasonable and discriminatory rates on sulphate of 
ammonia from Seaboard, N. J., to New York, N. Y., because de- 
fendant applied the sixth class rate while ee ee, 
maintaining commodity rates relatively lower from other produc- 


ing points on its line, comparative distances considered. Asks 
reparation. 


No. 14276. Mid-Continent Equipment & Machinery Co., St. Louis, vs. 
Missouri Southern et al. 


Unjust and unreasonable rates on relay rails and angle bars 
from Bunker to St. Louis, Mo., reconsigned to Federal, Ill, Asks 
cease and desist order, just and reasonable rates and reparation. 

No. 14277. The Barber Asphalt Co.,. Madison, Ill., vs. L . et al. 

Unjust, unreasonable, discriminatory, prejudicial and prefer- 
ential rates on crushed slate from Bolivar and Fairmount, Ga., to 
Madison, Ill. Asks cease and desist order, just, reasonable and 
non-discriminatory through joint commodity rates, and reparation. 

No. 14278. Miami Copper Co., New York City, vs. Arizona Eastern 
e 


al. 
Unjust and unreasonable rates on crude oil from Gainesville, 
Tex., to Miami, Ariz. Asks reparation. 
No. 14279. Arizona Corporation Commission vs. Santa Fet al al. 
Prejudicial and discriminatory rates on forest products from 


Portland, Ore., to Prescott, Ariz. Asks cease and desist order, 
and just and reasonable rates. 


No. bow C Ryegate Paper Co., East Ryegate, Vt., vs. Boston & Maine 
eta 


Unjust and unreasonable rates, in violation of the long-and- 


short-haul provision, on pulpwood from Daquaam, Quebec, to East 
Ryegate, Vt. Asks reparation. 


No. 14281. Monadnock Paper Mills, Bennington, N. H., vs. Boston & 
Maine et al. 


Unjust and unreasonable rates, in violation of the aggregate of 
intermediates provision, on woodpulp from Yarmouth, Me., to 
Bennington, N. H. Asks reparation. 


No. 14282. Houston Packing Co., Houston, Tex., vs. Atchison, Topeka 
& Santa Fe et al. 


Unreasonable, unjust, discriminatory and prejudicial rates on 
vegetable oils from points in Oklahoma to Houston, Texas. Asks 
cease and desist order, just and reasonable rates, and reparation. 


RATES ON LIME AND COAL 


Hearings were held in Chicago, October 12, on Dockets 
14000, Hoosier Lime Co., vs Director General, and 14001, Hoosier 
Lime Co., vs Director General. Walter E. McCornack rep- 
resented the complainants in both cases and John C. Brook 
represented the defendants. 

In Docket 14001 Roger Vernia, Secretary-treasurer of the 
Hoosier Lime Co., an Indiana corporation, was witness for the 
complainants. Mr. Vernia claimed that a rate of 18 cents a 
hundred pounds was charged for the transportation of three 
carloads of bulk lime shipped in April and May, 1919, from 
Salem, Ind., to Joliet, Ill., and that the rate was unjust. He 
claimed that $130.30 reparation was due the Hoosier Lime Co. 
Mr. Vernia stated that a 10% cent rate was a fair rate to 
all concerned. 

R. M. Gilland, traffic assistant, division of law, Railroad 
Administration, was the only witness for the defendants. He 
declared that the 18 cent rate was a reasonable rate, and that 
the 10% cent rate asked by the complainants was entirely 
too low. 

Mr. Vernia and Mr. Gilland were both witnesses in the 
hearing on docket 14000. Mr. Vernia said that a rate of $1.30 
per net ton was eharged for transportation of bituminuous 
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coal shipped during period of July 24, 1918, to February 16, 
1920, from Victoria and Midland to Salem, Indiana, and that this 
was an excessive rate. He said that $1.15 per net ton was a 
reasonable rate and asked $386.30 reparation. 

As in the previous case, Mr. Gilland claimed that the 
$1.30 rate per ton was just and reasonable and that the $1.15 
rate asked by the complainants was entirely too low. 





FRUIT AND VEGETABLE CASES 


Hearings were held in Chicago, October 11, by Examiner 
Carter on I. and 8S. 1635 and first supplement, routing of fresh 
fruits and vegetables from Texas points to defined territory, 
and I. and S. 1638, increased charges for icing and re-icing of 
perishable freight at St. Louis, Mo., and East St. Louis, Ill. 

In docket 1635, F. A. Leland, agent, had filed with the Con- 
mission tariffs containing schedules stating new individual and 
joint regulations and practices affecting rates and charges, to 
become effective September 5, designated as follows: F. A. 
Leland, agent; supplement No. 14 to I. C. C. No. 1475. The 
Commission ordered that the operation of schedules in said tar. 
iffs be suspended until January 3, 1923, pending hearing. 

In docket 1638, tariffs were filed by J. E. Fairbanks, agent, 
containing schedules stating new individual and joint regulations 
and practices affecting rates and charges, to become effective 
September 15, designated as. follows: J. E. Fairbanks, agent; 
supplement No. 25 to I. C. C. No. 6. The Commission ordered 
that operation of the schedules be suspended until January 3, 
1923, pending hearing. 


ASKS APPROVAL OF NEW LINE 


The Morgantown & Wheeling Railroad Company has ap 
plied to the Commission for authority to complete, equip and 
put into operation a line of railroad between Waynesburg, Pa, 
and Blacksville, W. Va., to acquire, own and operate the line 
of railroad now belonging to the Morgantown & Wheeling Rail- 
way Company of West Virginia extending from Blacksville to 
Morgantown, W. Va., and to acquire, own and operate the line 
of railroad extending from a point near Blacksville, W. Va., 
to Brave, Pa., now owned by the Monongahela & Ohio. The 
applicant said that public convenience and necessity required 
the completion of the line between Waynesburg and Blacksville 
because it tapped a region producing a large amount of oil and 
natural gas and was underlaid by the Pittsburgh vein of coal. 
The company also asked for authority to issue bonds and stock 
in connection with the acquisition of the properties. 


CHICAGO JUNCTION NOTES 


The Commission has authorized the Chicago River & Indi- 
ana to assume obligation and liability in respect of $414,700 of 
equipment notes of the Chicago Junction used in part payment 
for 14 switching locomotives. The New York Central was also 
authorized to guarantee the notes. The assumption of obliga 
tion and liability is incidental to the accomplishment of the 
transactions approved by the Commission in the Chicago June 
tion case. 


STATEMENT OF THE OWNERSHIP, MANAGEMENT, CIRCULA- 
TION, ETC., REQUIRED BY THE ACT OF CONGRESS 
OF AUGUST 24, 1912, 
Of The Traffic World, published weekly at Chicago, IIl., for Octo- 
ber 1, 1922: ; 
State of Illinois, County of Cook—ss. 

Before me, a notary public in and for the state and county afore- 
said, personally appeared Henry A. Palmer, who, having been duly 
sworn according to law, deposes and says that he is the editor and 
manager of The Traffic World and that the following is, to the best 
of his knowledge and belief, a true statement of the ownership, man- 
agement, etc., of the aforesaid publication for the date shown in the 
above caption, required by the act of August 24, 1912, embodied in 
Section 443, Postal Laws and Regulations, printed on the reverse of 
this form, to-wit: 

1: That the names and addresses of the publisher, editor, man- 
aging editor and business managers are: Publisher, The Traffic Ser- 
vice Corporation, 418 S. Market St., Chicago, Ill.; editor, Henry 4 
Palmer, 1244 Forest Ave., Evanston, Ill.; business manager, Henry A. 
Palmer, 1244 Forest Ave., Evanston, Ill.; managing editor, none. 

2. That the owners are: The Traffic Service Corporation, 418 8. 
Market St., Chicago, Ill.; E. F. Hamm, Kenilworth, Il.; Wm. Eastmal 
Evanston, Ill.; William C. Tyler, LaGrange, Ill.; C. J. Fellows, Balti- 
more, Md.; Fred Fellows, St. Paul, Minn, t 

3. That the known bondholders, mortgagees, and other security 
holders owning or holding 1 per cent or more of total amount of bon 
mortgages, or other securities are: None. the 

4. That the two paragraphs next above, giving the names of h 
owners, stockholders, and security holders, if any, contain not only } v4 
list of stockholders and security holders as they appear upon 4 
books of the company but also, in cases where the stockholder > 
security holder appears upon the books of the company as trustee, 4 
in = other fiduciary relation, the name of the person or corporation 
for whom such trustee is acting, is given; also that the said two paré 
graphs contain statements embracing affiant’s full knowledge jon 
belief as to the circumstances and conditions under which stockhol 7 
and security holders who do not appear upon the books of the compe { 
as trustees, hold stock and securities in a capacity other than tha 
a bona fide owner; and this affiant has no reason to believe that | | 
other person, association, or corporation has any interest direc ted 
indirect in the said stock, bonds, or other securities than as so st@ 
by him. Henry A. Palmer, 

Editor and Manager: a9 

Sworn to and subscribed before me this 21st day of Beptenrn F 


(My commission expires July 20, 1926.) 
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Territory in which St. 
Louis freight rates are 
approximately 60c to 
$1.47 under New York 
rail rates and 15c to 45c 
under Chicago rail rates. 


” If, 


% Ys NYU 
Territory in which St. 
Louis freight rates are 
approximately 27c under 


hicago and 68c to 90c 
under New York rail rates. 














Territory in which St. 
Louis. railroad freight 
rates are approximately 
21c to 36c under Chicago 
and 14c to $1.12 under 
New York rail rates. 


Territory in which St. Territory in which St. 
Louis railroad freight Louis freight rates are 
rates are approximately approximately 4c to 23c 
36c under icago. under Chicago, 


Distribution Efficiency 


The Problem 


Distribution has become a common problem in industry. Transportation facil- 
ities must bear most of the burden. The back-hauling of western raw materials and 
fuel to the eastern congested industrial area overloads the railroads and hampers trans- 
portation and manufacturing efficiency. 

The East is dotted with industries whose materials, fuel and markets are from 
500 to 1,000 miles west, and whose workers must be fed with food shipped a like dis- 
tance. They cannot continue indefinitely to pay high production costs and double-haul 
basic materials and products to and from their factories at a high level of freight rates, 
in competition with others more favorably located. 

These eastern industries, far removed from the bituminous coal fields, raw 
materials and markets of the Middle West, entail hundreds of millions of wasted ton- 
miles of transportation service. This results in periodical line, terminal and port con- 


gestion, embargoes and car shortages, and promotes undue delay and high cost of 
production and distribution, 

































The Answer 


The solution to this problem, in large part, is 
a diffusing of industries, thereby shortening the 
length of the average rail haul. A plant located 
in the Middle West, close to the markets and 


better service at lower cost via 26 railroads and 
the Mississippi River than those of any other 
large industrial center, besides shipping on a 
through bill of lading to the ports of the world via 
basic materials, is the answer. A location in U. S. barge service at 20 per cent under rail rates. 
St. Louis means minimum freight costs and most Look at the above map, then figure your 
direct service. 


transportation costs. Come to St. Louis with 
St. Louis manufacturers reach two-thirds of your plant, and ShipeFrom the Center—Not the 
the United States with a shorter freight haul and Rim. 
























Send for one or both of our free booklets, 
“Industrial St. Louis,’’ or ‘St. Louwis—The Home City.” 


ST.LOUIS CHAMBER of COMMERCE 


St.Louis USA. 
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TARIFF PUBLISHING AGENTS 


Following is a list of tariff peas agents, compiled from the 
files of the Interstate Commerce Commission. It will be published 
from time to time and subscribers are requested to inform us of any 
inaccuracies or omissions noticed by them. The fact that a name is 
shown in this list does not necessarily indicate that the agent bearing 
that name is active, or even still living, but merely that there has 
never been occasion to reissue the tariff. 


F. W. Smith, agent for lines in Official Classification, 143 . 


Liberty Street, New York, N. Y. 


J. E. Crosland, agent for lines in Southern Classification, © 


215 Transportation Bldg., Atlanta, Ga. 

R. C. Fyfe, agent for lines in Western Classification, Con- 
ere Classification No. 2, 1830 Transportation Bldg., Chi- 
cago, Ill. 

F. A. Leland, Southwestern Lines, St. Louis, Mo. 

B. T. Jones, Central Freight Association, 608 S. Dearborn 
St., Chicago, Tl. 

E. B. Boyd, Western Trunk Lines, Chicago, II. 

J. H. Glenn Atlanta Freight Tariff Bureau, Atlanta, Ga. 

Wm. J. Sedgman, agent, Atlantic Seaboard Freight Bureau 
(Coastwise Lines), 320 Broadway, New York, N. Y. 

F. W. Gomph, Pacific Freight Tariff Bureau, 256 Montgomery 
St., San Francisco, Cal. 

F. L. Speiden, Mississippi Valley Territory, 2nd and Main 
St., Louisville, Ky. 

W. M. Hough, Mississippi-Warrior Service, New Orleans, La. 

R. H. Countiss, Trans-Continental Freight Bureau, 608 S. 
Dearborn St., Chicago, Ill. 

T. Clem Beck, Lake Shore-Lehigh Valley Route, Michigan 
Central-Lehigh Valley Route, Pere Marquette-Lehigh Valley 
Route, Rate Basis and Billing Instructions, Lake and Rail (East 
Bound), 143 Liberty St., New York, N. Y. 

G. C. Ranson, Canadian Freight Association (Eastern Lines), 
Montreal, Que. 

W. E. Campbell, Canadian Freight Association (Western 
Lines), Winnipeg, Man., Canada. 

W. J. Collins, Canadian Car Demurrage Rules, Montreal, Que. 

F, V. Davis; Ohio and Pa.- (Coal Tariffs), 8 East Chestnut 
St., Columbus, Ohio. 

W. S. Curlett, New England and Trunk Line, 143 Liberty 
St., New York, N.-Y. 

J. E. Fairbanks United States and Canada (Miscellaneous 
Tariffs), 431 S. Dearborn St., Chicago, III. 

C. W. Galligan, Illinois Freight Association, Transportation 
Bldg., Chicago, Ill. 

A. P. Gilbert, Virginia Lines, Richmond, Va. 

G. B. Guthrie Official Freight Directory, Washington, D. C. 

N. W. Hawkes, New England Freight Association, 493 South 
Station, Boston, Mass. 

I, T. Hanson, American Short Line R. R. Assn., International 
Bldg., Washington, D. C. 

“4 J. Henry, North Pacific Coast Freight Bureau, Seattle, 
Wash. 
H. A. Johnson, Colorado and New Mexico, Denver, Colo. 

R. C. Munholland, Pacific Car Demurrage Bureau, 617 Wells 
Fargo Bldg., San Francisco, Cal. 

C. A. Hunt, Michigan Central Railroad, Canadian Southern 
Line (Bases for Rates and Billing Instructions Eastbound), De- 
troit, Mich. 


L. A. Lowrey, Chicago District, 608 S. Dearborn St., Chicago, 
Til. 


L. Agnew Myers, New York Harbor (Canal, Lake and Rail), 
$26 Mills Bldg., Washington, D. C. 

L. E. Earlywine, Central Electric Traffic Association, 308 
Traction Terminal Bldg., Indianapolis, Ind. 

A. M. Schubert, Baltimore & Ohio Railroad, Continental Line, 
Central State Dispatch (Bases for Rates and Billing Instructions, 
Eastbound), Cincinnati, Ohio. 


Texas. 

J. A. Reeves, Utah, Salt Lake City, Utah. 

R. H. Smith, Pennsylvania System (Index), 411 Seventh 
Ave., Pittsburgh, Pa. 

M. S. O’Connor, Empire Line, New York Central Railroad 
Co. (Guide Book), Cleveland, Ohio. 

M. C. Strawn, Oregon, Foot of Alder St., Portland, Ore. 

J. B. Sweeny, Eastern and Interior Eastern Points (Rail 
and Water) to Southern Points, Baltimore, Md. 

J. B. Stewart, Ontario Central Despatch, Michigan Central 
R. R. (Guide Book), N. Y., O. & W. Ry., New York. 

R. H. Vaughan, Blue Ridge Despatch (Guide Book), Cin- 
cinnati, Ohio. 

Fred Wild, Jr., Colorado-Utah Freight Bureau, Denver, Colo. 

G. C. Wright, Northwest Freight Tariff Bureau, 175 East 
4th St., St. Paul, Minn. 

W. P. Emerson, Gulf Ports, New Orleans, La. 

A. C. Fonda, Texas Lines Tariff Bureau, Dallas, Texas. 

J. J. Cottrell Southern Lines, Richmond, Va. 

G. P. Conard, Railway Equipment Register, 424 West 38rd 
St., New York, N. Y. 

Chas. S. Fay, Louisiana Lines, New Orleans, La. 


C. W. Owen, Southern Pacific Co. (Atl. S. S. Lines), Houston, . 
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Thornton Lewis, Kanawha Dispatch;-C. & 0>Ry. “Bases for 
Rates and Billing Instructions (Eastbound), Cincinnati, Ohio, 

R. H. Smith, Star Union Line Guide Book, Bases for Rates, 
Bases for Rates and Billing (Eastbound), Pennsylvania System, 
Pittsburgh, Pa. 

Nat. Duke, Bases for Rates_and Billing Instructions (East- 
bound), Lackawanna Line, Lake Shore-Michigan Central-Pere 
Marquette, New York, N. Y. 

_..M.-8. O’Connor, Merchants Despatch. Bases for Rates and 
Billing Instructions (Eastbound), New York Central Fast Freight 
Line, Cleveland, Ohio. 

H. G. Powell, agent, Wood River District Lines, Alton, II). 

z “4 Morrison agent, New York Dock, 334 Furman St., Brook- 
lyn N. Y. 


L. G. Waldrop agent, Nashville terminals, Nashville, Tenn. 


ABANDONMENT OF D. T. & C. 


W. H. Ogborn, receiver of the Dayton, Toledo & Chicago 
Railway Company, has applied to the Commission for authority 
to abandon the line of the Dayton, Toledo & Chicago, which 
extends from Delphos to Stillwater Junction, O., a distance of 
90 miles. 

The receiver was appointed April 29, 1921, by the Common 
Pleas Court of Miami county, Ohio, on application of the Fort 
Dearborn Trust & Savings Bank. Service was stopped. July 31, 
1922, on order of the court because of losses and the unsafe 
condition of the railroad. The court ordered the property sold 
at public sale as a going concern, but no offers were received. 
The court later authorized the sale of the property in sections 
or as a whole. 


PENNSYLVANIA LEASES SUBSIDIARIES 


The Commission has authorized the Pennsylvania Railroad 
Company to acquire control by lease of its following subsidiary 
lines: Wheeling Terminal Railway Company, Englewood Con- 
necting: Railway, South Chicago & Southern Railroad Company, 
Toledo, Columbus & Ohio River Railroad Company, Cleveland, 
Akron & Cincinnati Railway Company, Cincinnati,.Lebanon & 
Northern Railway, Pittsburg, Ohio Valley & Cincinnati Railway, 
the Ohio Connecting Railroad and the Indianapolis & Frankfort 
Railroad, Louisville Bridge & Terminal Railway. 

The Pennsylvania will lease the properties named for 999 
years. The Commission said the acquisition of control would 
in some instances simplify the operation of the properties and 
permit of economies in such operation, and in each case would 
eliminate a considerable amount of accounting expense and 
duplication of reports to federal and state authorities. The ap- 
proval of the Commission was made subject to the condition 


that none of the stock of the lessors would be sold without its 
consent. 


OPERATION OF ALA.-MISS. LINE 


The Mississippi & Alabama Railroad Company has been at- 
thorized by the Commission to operate under lease 17 miles of 
railroad extending from Vinegar Bend, Ala., to Leakesville, Miss. 
The line in question is the northerly portion of the railroad of 
the Alabama & Mississippi Railroad Company, which was re 
cently authorized by the Commission to abandon its entire line 
of road. The road was sold in receivership proceedings and 
the Mississippi & Alabama has arranged to lease the 17 miles 
in question from the purchasers of the property. The line to 
be operated was built as a logging road. The Commission said 
it appeared that this part of the line had better possibilities 
for a paying traffic than the other part of the road, but it added 
that the traffic would be dependent largely on a decreasing 
supply of timber. 


ABANDONMENT AUTHORIZED 


The Commission has authorized the Oregon Trunk Railway 
to abandon that portion of its line extending from South June 
tion, Ore., to Metolius, Ore., a distance of 28.92 miles. The track 
to be abandoned is a part of the main line which extends from 
a connection with the S. P. & S. at Fallbridge, Wash., up the 
canyon of the Decchutes River to Bend, Ore., a distance of 4 
proximately 157 miles. For the greater part of the distance the 
Oregon Trunk is paralleled by the Central Oregon branch of 
the Oregon-Washington Railroad & Navigation Company. Be 
tween South Junction and Metolius the two lines diverge from 
each other for a distance of about eight miles. 

The railroad of the Oregon-Washington was built by the 
Harriman interests and the Oregon Trunk was built by the Hill 
interests during a period of keen competition, the Commission 
said. The two companies have agreed on the joint use of the 
line of the Oregon-Washington between South Junction and 
Metolius, and the Oregon Trunk will remove its tracks betwee? 
those points. 


Regular subscribers for The Traffic World, when it 
Washington, D. C., may obtain copies of the magazine 
at our Washington office in the Colorado Building. 
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| On Deep Water, at Low Rentals, on Seven 
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NEWARK 


THE MIRACLE of MODERN TIMES 


In the midst of the richest 
market in the world—the Metro- 
politan District of New York—is 
Port Newark, the economically 
and scientifically planned rail-to- 
ocean-steamship terminal and in- 
dustrial centre. 


On the New Jersey mainland, 
where all except one of the rail- 
roads to the west and south of 
New York terminate, the port’s 
own belt line railway shunts loaded 
cars to and from seven trunk line 
railroads out onto the docks along- 
side the steamships, in and out 


the warehouses and between the 
factory sites. 


Three railroad classification 
yards are nearby; three heavy duty 
roads for trucking bring New York 
within twenty minutes and the 
City of Newark within ten minutes. 


The 7000 foot inland ship canal 
is 650 feet wide and has a depth 
of 31 feet. The labor supply is 
plentiful and diversified. Car lines 
and buses connect with all parts 
of Newark and its suburbs. What 
are your requirements? 


Thomas L. Raymond, Director 


DEPARTMENT OF PUBLIC IMPROVEMENTS, NEWARK, N. J. 
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Docket of the Commission 





Note. items in the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic World: Cancel- 
lations and postponements announced too late to show the change in 
this Docket will be noted elsewhere. 


October 16—New York—Commissioner Hillyer: 
13293—In re rates, fares and charges of carriers by railroad, subject 
to the act (relative to Ulster and Delaware non- -compliance). 
ag 16—Grand Rapids, Mich.—Examiner Smith: 
1. and S. Docket No. 1654—Minimum weights on furniture from C. F. 
A. to transcontinental points. 
eer 16—Nashville, Tenn.—Examiner Witters: 
1. & &. Docket No. 1630-—Transit rules on grain and grain products 
at stations on the N. C. & St. L. Ry. Co. 
October 16—Bangor, Sic-dieemnet Wagner: 
Jar Pte Milling Company, Inc., vs. Central New England Ry. 
Coteser 16—Quincy, Illinois—Examiner Keene: 
bert 5g Paper Company vs. Director General, Wabash Railway 
oO. et a 
October 16—Argument at Washington, D. C.: 
12455—Homer Furnace Co, vs. Director-General, Be Y. C. et al. 
12186—General Motors Corp. vs. Director-General 
12709——Chamber of ~memarce of Grand Island, Neb., ét al. vs. Aber- 
deen & Rockfish et al. 
Cctonne 16—Nampa, Idaho—Examiner Cassidy 
13554—J. C. Sewell & Company vs. Dawster ‘ Gisieral. 
October 16—New York, N. Y.—Examiner Howell: 
segs ‘and sub. Nos. 1 to 5, ~ Ag ats Oil Company (New 
8s: Director General, & O.e 
1971t=Standard Oil Company diet Jerusyy” vs. Director General, 


Octemant Aid ofthe Ill.—Examiner Carter: 
» 13721—International Harvester Company vs. N. Y. C. R. R., Director 
General et al. . 
October 16—Mobile, Ala.—Examiner Healy: 
12964—Consolidation of railroads. 
a a sale City, Mo.—Examiner Mackley: 
I. and §&. 1657—Penalty charge on eggs not packed in standard 
carriers Seiwenn points in Western Trunk Line Territory. 
October ee o, ll.—Examiner Carter: 
i. s. 1658--Cement from Oglesby, La Salle and Dixon, IIL, 
Hannibo “Tlasco Jct., Mo., to certain Kentucky junction points. 
October 17—Columbus, Ohio—Chief Examiner Quirk: 
12851—In the matter of intrastate rates on ituminous coal within 
the state of Ohio. 
October 17—Weiser, Idaho—Examiner Cassidy: 
14130—R. N. Stanfield et al. vs. O.-W. R. R. & Nav. Co. et al. 
~—< per en York, N. Y¥Y.—BExaminer Howell: 
vee oe Motor Company of California vs. Director General, 
R, & P. Ry. et al. 
13933-—Chesralet Motor Company of Texas vs. ~ & A. R. R. et al. 
October 17—Nashville, Tenn.—Examiner Witters 
13999—Traffic Bureau of Nashville, Tenn., vs. Dirdator General, 
October 17—Decatur, Ill—Examiner Keene: 


13996—A. E. Staley Manufacturing Company vs. Can. Pac. Ry., 
Director General et al. 


October 17—Boston, Mass.—Examiner Cheseldine: 
Fourth section application Nos. 11863 et al., asking authority to con- 


— on classes and commodities “and between points men- 
one 


October 17—Argument at Washington, D. C.: 
1 reo and Gallagher Co. et al. vs. Director-General, C. B. 
oo -So-Ezy Products Co. et al. vs. Directar-General, Ann Arbor 
et al 
13059—American Radiator Co. vs. Director-General. 


12624—-0-So-Ezy Products Co. et al. vs. Director-General, Abilene & 
Southern et al. 


October 18—Dallas, Texas.—Examiner Money: 
14008—Simms Oil Cos. va. Hi. & TT. Cf-et al, 


October 18—New York, N. Y.—Examiner Howell: 
13748—The Texas Company vs. Director General. 


13748—(Sub. Nos. 1, 2 and 3)—The Texas Company vs. Director 
General. 


October 18—Cairo, Illinois—Examiner Keene: 
14109—The Board of Trade of Cairo, Illinois, vs. A. G. S. et al. 


October 18—Washington, D. C.—Examiner Hunter: 


13972—Alabama & Mississipp! Railroad Company et al. vs. A. T. 
& S. F. Ry. et al. 


October 18—Kansas City, Mo.—Examiner Mackley: 
13970—The Haydite Co. vs, A. T. & S. F. et al. 


October 18—Argument at Washington, D. C.: 
12898—Illinois Coal Traffic Bureau vs. Abilene & Southern et al. 


October 18—Chicago, Il].—Examiner Carter: 
13719—Armour Fertilizer Works vs. Director General. 
October 18—Nashville, Tenn.—Examiner Witters: 
13934—Standard Furniture Company vs. N. C. & St. L. BY et al. 
Fourth section application Nos. 458 filed by N. G. & St. L. Ry., 
1952, by L. & N. R. R., and 3912, by Tennessee Central Ry.. -by 
which carriers ask for authority to continue to charge for the 
transportation of furniture from Chattanooga, Tenn., to New 
Beem, Me. ue Ste. 
October 18—Jacksonville, Fla.—Examiner Healy: 
12964—Consolidation of railroads. 
October 19—Washington, D. C.—Examiner Wagner: 
13891—The Atlas Portland Cement Co. vs. C. R. R. of N. J. et al, 
13891 (sub. No. 1 2 Same vs. D. L. & W. et al., 13891 (sub. No. 2), 
Same vs. C. R. R. of N. J. et al., 13891 (sub, No. 3), Same vs. 
Same, 13891 (sub. No. 4), Same vs. "Same, 13891 (sub. No. ’), S 


ame 
vs. Same, and portions of fourth section application 1774 of C. C., 


McCain. 


October 19—Chicago, Ill.—Examiner Carter: 
13946—The Indiana Power Company vs. P. C. C. & St. L. R. R,, 
Director General. 
Coceter 19—Lansing, Mich.—Examiner Smith: 
1390: he Bay City Transportation Association et al vs. Director 
General and Michigan Central R. R. Co. 
October 19—Kansas City, Mo. —Examiner Mackley: 
13990—The Kanotex Refining Co. vs. Midland Valley. 
October 19—Argument at Washington, D. C.: 
12422—Lookout Oil & Refining Co. vs. A. & om Director-General et al. 
13012—American Trading Co. vs. Director-General. 
13012 (Sub Ne. ig Hatters’ Fur Cutters’ Assn. of the United 
States of America et al. vs. Director-General. 
gfe (Sub No. 2)—General Hide and Skin Corp. vs. Director-Gen- 


13012 ‘(Sub No. 3)—Surpass Leather Co. vs. Director-General. 
13113—Donner Steel Co., Inc., vs. Director-General. 

October 19—Atlanta, Ga.—Examiner Healy: 
12964—Consolidation of. railroads. 

October 19—New York, N. Y.—Examiner Howell: 
* 11606—John E. Murray vs. Director General. 

October 20—Washington, D. C.—Examiner Marchand: 

Valuation Docket No. 149—In re tentative valuations of the rop- 
‘erties of Mobile & Ohio Railroad Company and Warrior Southern 
Railway Company. 

October 20—Washi D,. C.—Examiner Sweet: 

Valuation Docket “ ‘450—In re tentative valuations of the proper- 
ties of Bangor & Aroostook Railroad_Company, Northern Maine 
Seaport Railroad Company, and Van Buren baal age Company. 

October 20—Spokane, Wash.—Examiner Cassidy 

13576—B. J. 3. Came) & Company et al. vs. Director General, A. T. 

& S. F. Ry. et 


October 20—Hopkinsville, .—Examiner Witters: 
13740—Elk Brand Shirt & erall Company, Inc., et al. vs. Durham & 
Southern Railway Co. et al. 


October 20—Chi Ill.—Examiner Carter: 
13965—Chicago - ve eo Exchange vs. Director General, Can. 
Pac. Ry. et al. 
October 20—Memphis, Tenn. Sc meme tgs © Keene: 
14135—Memphis Freight Bureau for D. ar ale & Company vs. Chi- 
cago Great Western Railroad Co. et 
14149—Memphis Freight Bureau for Crescent Cotton Oil Co. vs. 
Columbus & Greenville ‘Railroad Co. et 
Fourth section applications 1613 of A. D. “Hall and 1846 of W. H. 
Hosmer (cabbage and onions from St. Paul, Minn., and points 
taking same rates to Memphis, Tenn.). (In connection with 
docket 14135.) 
October 20—Washington, D. C.—Examiner ar we ¥ 
14012—Sewell Valley Railroad Company vs. &. O. Ry. 
weeees 20—Argument at Washington, D. C.: 
3129—Chevrolet Motor > of California vs. Director-General, ©. R. 
ie & P. et al. 
13207—A. Klipstein Co. vs. Director-General, Sou. Pac. et al. 
13240—Maine Power Sales Co. vs. Director General and Me. Cent. 
October 20—Atlanta, Ga.—Examiner Healy: 
12964—Consolidation of railroads. 
— 21—Austin, Texas—Examiner Money: 
13998—The State of Texas, State Highway Dept., vs. C. B. & Q. et al. 
ba ag 21—Spokane, Wash.—Examiner Cassidy 
1. and S. 1645—Iron and steel articles, steel Fille and rail fastenings 
between Midvale, Utah, Boise, Idaho, and North Pacific coast 


oints. 
October 21—Argument at Washington, D. C. 
13333—Hercules Powder Co. vs. N. ¥. C. et al. 
13383—National Retail Coal Merchants’ Assn. vs. B. & O. et al. 
12727—Fairbanks, Morse & Co. vs. Director-General. 
Onna. 21—Columbia, S. C.—Examiner Healy: 
2964—Consolidation of railroads. 
October ar hg aarp D. C.—Examiner Hunter: 
\. and S. No. 1650—Claims for shortage in weights of ex-lake grain 
destined to eastern points. 
October 23—Kansas City, Mo.—Examiner Mackley: 
13995—Wm. F. Helm and Edward J. Helm, partners, vs. K. C. 8. 
13997—Western Terra Cotta Co. of Kansas City, Kan.. vs. M. K. &T. 
or 23—Washington, D. C.—Examiner Wagner 
Burroughs Adding Machine Co. and Dalton Adding Machine 
So. vs. Mich. Cent. et al. 


October 23—Seattle, Wash.—Examiner Cassidy: 
13981—Albers Bros. Milling Co. vs. Director General. 
41982—A. & C. Mill Co, et al. vs. Director General, Aberdeen & 
Rockfish et al. 
October 23—Chicago, Ill—Examiner Carter: 
13803—National Poultry, Butter and Egg Assn. 
Arbor et al. 


=. 23—-Kalamazoo, Mich.—Examiner Smith: u 
13157—Western Paper Makers Chemical Company vs. Director Gen 
eral, Alabama Central R. R. et al. 


October 23—New York, N. Y.—Examiner Feosrell: 
13924—-S. H. Kress and Company vs. C. R. 


October 23—Jackson, Miss.—Examiner Keene: tral 
43960—Crystal Springs Manufacturing Company vs. Illinois Cen 
Railroad Co. et al. Por: 

13984—Jackson Traffic Bureau vs. A. C. & Y. Ry. Co. et_al. ast 
tions of fourth section application No. 2061, filed by xo e Tuc ress 
agent, asking for authority to continue class and commodity ra 
from points in C. F. A. territory to New Orleans, La., etc. 

October 23—Washington, D. C.—Examiner Sweet: or 

Valuation Docket No. 192—In re tentative valuation of the prop 
ties of New York, Ontario & Western Ry. Co. et al, 


October 23—Argument at Washington, D. C.: 
13229—Spencer Kellogg & Sons, Inc., vs. D. L. & W. et al. 
13282—Spencer Kellogg & Sons, Inc., vs. Director General. Gen 
ee Assn. of Connecticut, Inc., vs. Director 
eral. 


et al. vs. Ann 


I. & P. Ry. et al. 


Octo 





October 14, 1922 


FREIGHT CAR REPAIR WORK 


THE TRAFFIC WORLD 


We are equipped with the 
experienced labor and en- 
larged shop facilities to 
build and repair railroad 
freight cars in our big new 
plants at either Sharon, 
Pennsylvania, or Kansas 
City, Kansas. 


PENNSYLVANIA CAR COMPANY 


SHARON, PENNSYLVANIA 
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October 23—New Orleans, La.—Commissioner Eastman: 
13494—Southern class rate investigation, 
October 24—Louisville, Ky.—Examiner Witters: 
i. and S. 1647—Bituminous coal from mines on Cumberland & Man- 
chester R. R. 
October 24—Houston, Tex.—Examiner gy ® 
13991—Weatherford, Crump & Co. vs. Abilene & Southern et al. 
October 24—Seattle, Wash.—Examiner Cassidy: 
14035—Alaska Junk Co. vs. Director General, Nor. Pac. et al. 
14056—United Coal Sales Co. vs. Director General, Cc. M. & St. P. 
October 24—Chicago, Ill.—Examiner Carter: 
13907—-Tulsa Paper Company vs. C. M. & St. P. Ry. et al. 
October 24—New York, N. Y.—Examiner Howell: 
13971—National Lumber Company vs. N. O. & N. E. R. R. et al. 
October 24—Jackson, Miss.—Examiner Keene: 
14028—Mississippi Railroad Commission et al. vs. A. & V. Ry. et al. 
October 24—Argument at Washington, D. C.: 
13112—-Clay County Coal Operators’ Assn. et al. vs 
Manchester et al. 


13193—The ings Day Lumber Co. vs. G. & S. 
ro ces 2 


. Cumberland & 


I. et al. 
. Moore Stave Co. vs. Director General, A. T. & S. 


al. 
13212 tENie Corporation vs. International Great Northern Ry. et al. 
October 25—Washington, D. C.—Examiner Kelley: 


Valuation Docket No. 22—In re Hampton & Branchville Railroad & 
Lumber Company. 


October 25—Louisville, Ky.—Examiner Witters: 
1. and S. 1646—Coal from mines in Kentucky, Tennessee and Vir- 
ginia to various points in Iowa, Missouri and Nebraska. 
October 25—Chicago, Ill._—Examiner Carter: 
13915—E. L. Palmer vs. Mo. Pac. et al. 
13915 (Sub. No. 1)—Nokomis Coal Co. vs. we. Pac. et al. 
October ees, Wash.—Examiner Cassidy 


14067—W. L. Logus, as Acme Sales Co. vs. "Desecter General, Santa 
Fe et al. 


October 25—Omaha, Neb.—Examiner Mackley: 


13504—The Megeath Coal Company vs. Director General, Union Pa- 
cific R. R. et al. 


13594—-(Sub. No. 1.)—The Megeath Coal Company vs. Director Gen- 
eral, Union Pacific R. R. et al. 
October 25—Argument at Washington, D. C.: 
12631—McKell Coal and Coke Co. et al. vs. C. & O. et al. 
12497—United States of America vs. Director General, B. & O. et al. 


12497 (Sub. No. 1)—United States of America vs, Wharton & Nortn- 
ern, Director General, et al. 


13137—Semet-Solvay Company vs. Director-General. 
October 25—New York, N. Y.—Examiner Howell: 
13950—Michigan Paper Mills Traffic Assn. vs. N. Y. C. et al. 
October 26—Washington, D. C.—Examiner Kelley: 
Valuation Docket No. 24—In re the New Mexico Midland Railway 
Company. 
October 26—Washington, D. C.—Examiner Marchand: 
Valuation Docket No. 221—Tentative valuation of the property of 
Boston and Maine Railroad System. 
October 26—Houston, Tex.—Examiner Money 


1. and S. 1641—Cotton and cotton Bagery trom Louisiana, Arkansas 
and Texas to Gulf ports. 


October 26—Chicago, Ill.—Examiner Carter: 
13974—J. D. Hollingshead Co. vs. A. & V. et “ 
13959—Edward L. Scheidenhelm Co. vs. C. B. & Q. 
October 26—Tacoma, Wash.—Examiner Cassidy: 
14036—Marine Products Co. vs. Sou. Pac. et al. 
14059—West Coast Shingle Co. vs. Nor. Pac. 
October 26—Omaha, Neb.—Examiner Mackley: 
13715—The Fairmont Creamery Company vs. Director General. 
October 26—Cleveland, Ohio.—Examiner Smith: 
13939—The McKinney Steel Company vs. Director General. 
October 26—Washington, D. C.—Examiner Hunter: 
14017—United States Shipping Board vs. Boston & Maine R. R. 
October 27—Washington, D. C.—Examiner Kelley: 
Valuation Docket No. 49—In re Savannah & Northwestern Railway. 
October 27—Omaha, Neb.—Examiner Mackley: 
13964—T. B. Hord Grain Company vs. Director General. 
October 27—Chicago, Ill.—Examiner Carter: 
13993—American Manganese Steel Co. vs. A. T. & S. F. et al. 
October 27—Washington, D. C.—BExaminer Hunter: 
* 1. and S. 1660—Cottonseed hull fibre or shavings from and between 
southern points. 
October 28—Boston, Mass.—-Examiner Howell: 
13942—Warren Brothers Co. vs. Director General, D. L. & W. et al. 
October 28—Omaha, Neb. Nee ee: 
13931—R. A. Heacock Co, vs. C. & Q. et al. 
October 28—Lake Charles, Sea ok Money: 
13927—Lyons Lumber Co., Ltd., vs. Director General, N. O. T. & M. 
October 28—Pittsburgh, Pa. _Exeminer J. E. =. 
13909—National Tube Co. vs. Director General, 


October 28—Portland, Ore.—Examiner Cassidy: 
13648—Sol Dickerson, Coles & Dodd et al. vs. Director General, 
Camas Prairie et al. 
13918—Pacific Grain Co. vs, Director General, Nor. Pac. et al. 
October 30—Cincinnati, O.—Examiner Witters: 
1. and S. No. 1656—Transit privileges on grain and grain products 
at Dayton, Ohio. 
October 30—Washington, D. C.—Examiner Hunter: 
13823—Virginia Coal Operators’ Asso. vs. Aberdeen & Rockfish et al. 
Portions of fourth section applications 1478 of C. C. & O. Ry.; 
1548 of Sou. Ry.; 1561 of N. & W. Ry.; and 1952 of L. & N. Ry. 
(coal cars, from Appalachia and Dante districts of Virginia and 
Harlan County district of Kentucky to North Carolina, South Caro- 
lina, Georgia and Florida). 
October 30—St. Johnsbury, Vt.—Examiner Howell: 
13979—W. R. Ricker vs. Director General, Cent. Vt. et al. 
October 30—Shreveport, La.—Examiner Money: 
13987—Christie & Eastern Ry. Co. vs. K. C. S. et al. 
October 30—Pittsburgh, Pa.—Examiner J. E. Smith: 
13928—Aluminum Co. of America vs. Director General. 
October 30—New Orleans, La.—Examiner Keene: 
12478—Allowances of mileage for Mississippi river crossings. 


—— Chamber of Commerce vs. Natchez & Southern Ry. 
et al. 


eo 
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October 30-November 4—At New Orleans, La.: 
13494—Southern class rate investigation. 


October 31—Pittsburgh, Pa. er ag 2. E. Smith: 
1394S—Lincoln Gas Coal Co. et al. B. & O. et al. Portions of 
fourth section application 1571 of oa & O. (bituminous coal from, 
mines on B. & O. between Pittsburgh, 2 and Wheeling, W. Va, 
to Trunk Line and New England territories). 

October 31—Washington, D. C.—Examiner Wagn 

* 13419—Atlantic City R. R. Co. vs. Wildwood a "aleweies Bay Short 

Line R. R. Co. 

November eee City, Okla.—Examiner Disque: 

* 13800—J. A. Waldrep et al. vs. A. T. & S. F. Ry. et.al. Such fourth 
section departures as may exist in the rates under consideration 
will be disposed of in this complaint. 

November 1—Argument at Washington, D. C.: 

Valuation Docket No. 2—In re tentative valuation of the property of 
Texas Midland R. R. 

Valuation Docket No. 5—In’ re tentative easton: of the property of 
the Winston-Salem Southbound Ry. 

Valuation Docket No. 6—In re vahuaisdrr ‘of the properties of Elgin, 
Joliet & Eastern Ry. Co., Chicago, Lake Shore & Hastern Ry. Co, 
and Joliet & Blue Island "Ry. Co. 

Valuation Docket No. 15—In re Tonopah & or eee R. R. Co. 

Valuation Docket No. 21—In re Carolina R. R. Co. 

Valuation Docket No, 31—In re tentative valuation of the properties 
7g Le Norfolk Southern R. R. Co., Atlantic & North Carolina 

. Co., and Carolina & Pinehurst R. R. Co. 


Valuation Docket No. 37—In re Kinston Carolina R. R. & Lumber 
‘oO 


% * 


* 


&# ee 


2 


Valuation Docket No. 60—In re tentative valuation of the propertive 
of the Central of Georgia Ry. Co., South Western R, R. Co, 
——— & Savannah R. R., and the Chattahoochee & Gulf R. 


Valuation Docket No. 102—In re tentative  ~ageae of the property 
of the Roverside, Rialton & Pacific R. 

Valuation Docket No. 127—In re tentative " walettons of the proper- 
ties of the Ann Arbor R. R. Co. and Menominee & St. Paul 


Ry. Co. 
* Valuation Docket No. 159—In re tentative valuation of the property 
of the New York, Philadelphia & Norfolk R. R. Co. 
November 1—New Orleans, La.—Examiner Keene: 
1. and S. 1648—Crude oil from Louisiana points to Beaumont-Port 
Arthur, Tex., group. 
November 1—Washington, D. mag Hunter: 
13948—Texas Gulf Sulphur Co. vs. G. S. et al. 
Novena. 1—San Francisco, Calif. ee Rod Cassidy: 
4100—H. 3 Prince & Co. vs. Director General. 
13862—W. . Fuller & Co. vs. Director General. 
November Fant ne N. Y.—Examiner Howell: 
es “iF ys Iroquois Pulp & Paper Co. vs. Greenwich & Johnsonville 


* 


* 


19005—The ‘Iroquois Pulp & Paper Co. vs. Greenwich & Johnsonville 
y. eta 
November 1—Pittsburgh, Pa.—Examiner J. E. Smith: 
13750—American Fruit Growers, Inc., vs. Am. Ry. Exp. Co. 
November 1—Jonesboro, Ark.—Examiner Money: 
13941—Jonesboro Freight Bureau vs. H. E. & W. T. Ry. et al. 
November 1—St. Louis, Mo.—Examiner Mackley: 
1. and S. No. 1634—Petroleum and its sratiete from Texas, Louis- 
iana and Arkansas points to Memphis and Ohio River points. 
Portions of F. S. App. No. 643 filed by F. A. Leland, and vari- 
ous other fourth section applications in regard to petroleum and 
petroleum products from Texas producing points to Memphis, 
Tenn., and other Ohio and Mississippi River crossings, etc. 


November 1—Oklahoma City, Okla.—Examiner Disque: 


* 13535—Corporation Commission of Oklahoma vs. Aberdeen & Rock- 
fish R. R. et al. 


November. 2—Pittsburgh, Pa.—Examiner Smith: 


- and .- No. 1659—F ruits, melons and vegetables from Southwest 
to C. F. A. and Trunk Line points. 


November ctr Francisco, Calif.—Examiner Cassidy 


14048—Golden Eagle Milling Co. et al. vs. Deasberger Electric 
R. R. et al. 


November 3—New York, N. Y.—Examiner Howell: 
13120—The National League of Commission Merchants of the United 
states vs. P. R. R, et al. 
“_ (Sub. No. 1)—American Fruit Growers, Inc., New York Div. 
P. R. BR. et al. 
13120 (Sub. No, 2)—Chas. A. Houck vs. P. R. > 
13120 (Sub. No. 3)—J. & G. Lippman, Inc., vs. P. R. R. 
13120 (Sub. No. 4)—M. H. Hellman vs. P. R. Re 
13120 (Sub. No. 5)—I. Lowenthall vs. P. R. R. 
13120 (Sub No. 7. Pratt Carroll, Inc., vs. P. 


BR: BR. 
13120 (Sub. No. 7, Sub. No. 8, Sub, No. $)—American Fruit Growers. 
Inc., New York’ Div., va. BP. RK. R. 


November 3—San Francisco, Calif—Examiner Cassidy: 
13840—Associated Oil Company et al. vs. Arizona Mistern et al. 
November 3—Washington, D. C.—Examiner Hunter: 
13975—Texas Gulf Sulphur Co. vs. C. R. R. of N. J. et al. 
November 3—New Orleans, La.—Examiner Keene: 

1. and S. No. 1651—Oyster shells from Biloxi, Mississippi, and other 
points on L. & N. R. R. to Orange Grove, Miss., New Orleans, La. 
Mobile and other points in Alabama. 

November 4—San Francisco, Calif.—Examiner Cassidy: 
14132—Oakland Chamber of Commerce vs. Sou. Pac. et al. 
November 6—New York, N. Y.—Examiner Howell: 

ba” a aaa! Specialty. Company vs. Dansville & Mt. 

et a 
November 6—Washington, D. C.—Examiner Sweet: rty 

Valuation Docket No. 64—In re tentative valuation of the prope 

of Goldsboro Union Station Company. 
November 6—Selma, Ala.—Examiner Keene: al. 
13857—Chamber of Commerce of Selma, Ala., vs. A. G. S$. ¢ the 
Portions of fourth section applications as may exist in any © 
rates involved in os complaint. 
lovember 6—Washingt D. C.—Examiner Marchand: of 

Valuation Docket 1 4 re tentative vuluation of the property 

Ga. Nor. Ry. Co. 
November 6—Washington, D. C.—Examiner Marchand: 
Valuation Docket 36—Flint River & Northeastern R. R. Co. 
November 6—Washington, D. C.—Examiner Kelley: 

Valuation Docket No. 77—In re tentative valuation of the property 
of Wood River Branch Railroad Company. 
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Ship Through Jacksonville 


An Always Open Gateway 
to Export Trade 


Ice, sleet and snow never interfere with shipping at Jacksonville and there is com- 
parative freedom from labor troubles. 


Freight moves promptly to and from the city over the five great trunk lines which 
have terminals here. Congestion is practically unknown. 


Favorable freight rates from interior points place the spacious, land-locked harbor 
of Jacksonville on a rate parity with the frequently congested ports of the north. 


Charges at the port of Jacksonville are low. A five thousand ton ship carrying 


general cargo can load and clear for approximately five thousand dollars less thant at 
a typical north Atlantic port. 


The port of Jacksonville has adequate depth of water for vessels of large draft, 
ouis- anchorage for scores of ships of great capacity and sufficient berthing space for sixty 


S. 


varie vessels of average size. 
| an 


- Municipal docks and terminals and privately owned enterprises furnish ample stor- 


Rock- age capacity—extensive warehouses are designed especially for cotton and manufac- 


tured goods. The world’s largest and best equipped naval stores yard is at Jacksonville. 


ws Numerous further harbor and terminal improvements are now under way. These 


include dredging to increase depth of water, additions to pier and warehouse facilities 
ectric ° « ° . ° 

and installation of loading and unloading devices. 
Jnited 


- Div. Full information contained in handsomely illustrated book, 


“The Port of Jacksonville,” mailed free on application. Address 


City Advertising Department 
Room 11-V, City Hall, Jacksonville ,Florida 
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Valuation Docket No. 94—In re tentative valuation of the property 
of Hoosac Tunnel and Wilmington Railroad. Company... . 
Valuation Docket No. 111—In re tentative valuation of the property 
of Grafton & Upton Railroad Company. 
November 6—New York—Examiner Howell: 
* pt Povrer Specialty Company vs. Dansville & Mount Morris 
. R. et al. 
November 6-18—At Cincinnati, Ohio: 
13494—-Southern class rate investigation. 
November 6—Ft. Worth, Tex.—Examiner Money: 
* 14283—American National Live Stock Assn. et al. vs. Sou. Pac. et al. 


November 7—Washington, D. C.—Examiner Hunter: 

13718—M. Piowaty & Sons, Inc., vs. Director General, 
Central R. R. et al. 

November 7—New York, N. Y.—Examiner Howell: 

13885—Lackawanna Steel Company vs. Director General. 

November 8—Kansas City, Mo.—Chairman Kurtz of Public Service 

Commission of Missouri: 

* Finance Docket No. 2485—In the matter of the application of the 
K. C. S, Ry. Co. for a certificate of public convenience and neces- 
sity permitting it to abandon a portion of its main track. 

vember 8—Argument at Washington, D. C.: 

. and S. No. 1511—Reduced rates from New York piers. 

- and S. 1597—Reduced rates from New York piers, 

q are S. No. 1559—Sash and doors from Pacific Coast to New York, 


Utah-Idaho 


No 
o 4 
a | 
4 


November 8—Washington, D. C.—Examiner Sweet: 
Valuation Docket No. 66—In re tentative valuation of the property 
of Hardwick & Woodbury Railroad Company. 
November 8&—Washington, D. C.—Examiner Marchand: 
Valuation Docket 1 In re tentative valuation of Pacific & Idaho 
Northern Ry., Edgar M. Heigho, receiver. 
November 8—Washington, D. C.—Examiner Hunter: 
1 ‘Meyer-Vasquez Produce Co. vs. Director General. 
November 8—Washington, D. C.—Examiner Kelley: 
Valuation Docket No. 114—In re tentative valuation of the property 
of Manistique & Lake Superior Railroad Company. 
November 9—Argument at Washington, D. C.: 
* 1. and S. No. 1632—Reduced rates on limestone from Baltimore & 


Ohio and Western Maryland Ry. points to Pittsburgh & Lake Erie 
R. R. points. 2 


* |. and S. No. 1596—Intermediate switching charges at Peoria, Ill. 
* 13110—The Minneapolis & St. Louis R. R. Co. vs. Peoria & Pekin 


Union Ry. Co. 
Mo.—Chairman Kurtz of Publie Service 


November 9—Kansas City, 
Commission of Missouri: 

* Finance Docket No, 2514—In the matter of the application of the 
Missouri Pacific R. R. for a certificate of public convenience and 
necessity authorizing it to abandon a portion of its line of railroad. 

November Montgomery, Ala.—Examiner Keene: 

13986—Central Cement and Supply Company et al. vs. Atlanta & 
West Point Railroad Company et al. Such portions of fourth 
section departures as may exist in the rates involved. 

November 9—Washington, D. C.—Examiner Hunter: 

13828—General Fire Extinguisher Company vs. Director General. 

November 10—Argument at Washington, D. C.: 

* 11640—Swift & Co. vs. Director General. 

* 1. and S. No. 1416—Storage-in-transit rules at Minnesota Transfer on 
import traffic from Pacific Coast points. 

* Il. and S. No. 1600—Elimination of Michigan R. R. Co. as participant 
in Fairbanks’ perishable protective tariff. 

November 10—Birmingham, Ala.—Examiner Keene: 

13956—Chickasaw Lumber Company vs. Director General, Central 
ef Georgia Railway Company, et al. 

14101—Birmingham Traffic Bureau vs. A. G. S. R. R. et al. Such 
fourth section departures as may exist in any of the rates 
involved in the proceeding. 

November 10—Washington, D. C.—Examiner Hunter: 

13853—Whalen Pulp & Paper Mills, Ltd., vs. Director General, Grand 
Trunk Pacific Railway Company. 
November 10—Washington, D. C.—Examiner Jewell: 
14079—Theo. W. Krein, receiver, Muscatine, Burlington & Southern 
R. R. Co. vs. C. B. & Q. et al. 
November 11—Phoenix, Ariz.—Examiner Cassidy: 
14010—The United Verde Extension Mining Co. vs. A. T. & S. F. et al. 
14011—The United Verde Extension Mining Co. vs. A. T. & S. F. et al. 

November 11—Birmingham, Ala.—Examiner Keene: 

Yar aes mance Coal & Coke Company vs. Director General, L. & 
oO 


December 11—Bismarck, N. D.—Commissioner Campbell: 
* 14162—Industrial Commission of North Dakota vs. Nor. Pac. 
November 13—Washington, D. C.—Examiner Marchand: 
Valuation Docket No. 35—In re tentative valuation of the property 
of Carolina & Yadkin River Railway Compatay. 
November 13—Kansas City, Mo.—Examiner Cummings: 
Fourth Section Applications No. 1862 et al. 
November 13—Phoenix, Ariz.—Examiner Cassidy: 
14093—Burge-Doyle Live Stock Co. et al. vs. Arizona Eastern et al. 
14140—Solomon-Wickersham Co. vs. Santa Maria R. R. et al. 
November 13—Washington, D. C.—Examiner Hunter: 
13832—Gulf Coal Company vs. Virginian Railway Co. et al. 


ROCK ISLAND TO SELL BONDS 


The Commission has authorized the Chicago, Rock Island 
& Pacific to sell $2,000,000 of 4% per cent first mortgage bonds 
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of the St. Paul & Kansas City Short Line, now held in its treas. 
ury, at not less than 83%, to reimburse its treasury for expendi. 
tures for additions and betterments ta the property of the short 
line company. 


EMERGENCY COTTON RATES 


The Trafic World Washington Bureay 


The Commission has granted the applications of the Illinois 
Central and Yazoo & Mississippi Valley and other Carriers 
parties to Glenn’s Eastern Cotton Tariff No. 2, I. C. C. No. 2-265, 
to establish on five days’ notice rates on cotton, cotton linters, 
or regins from stations on the Illinois Central, Yazoo & Misgsis. 
sippi Valley and Chicago, Memphis & Gulf to Baltimore, Phila 
delphia, New York, Boston and other destinations in eastern 
territory named in said tariff via New Orleans, the Southem 
Pacific, Atlantic steamship lines water routes through Atlantic 
ports without observing the long-and-short-haul provisions of 
the fourth section combination on New Orleans or other points 
which may make lower to be observed as maxima in all cases, 

An emergency is alleged to exist in that the all-rail and 
rail-and-water routes through Ohio River crossings and Virginia 
Cities over which cotton produced in the Mississippi Val. 
ley is ordinarily transported to Trunk Line and New England 
territory mill points are either closed by embargoes or 50 
congested as to prevent prompt movement and the establish 
ment of the proposed rates is intended to relieve the emergency 
and permit the shipment of cotton from the Mississippi Valley 
via New Orleans, through which port no joint through rate 
have heretofore been in effect. The relief as granted is limited 
to January 1 and is intended by the Commission strictly as an 
emergency measure to relieve existing condition and not asa 
permanent adjustment. 


BOSTON & MAINE MERGERS 


The Boston & Maine has applied to the Commission for 
authority “to acquire by merger the property and franchises of 
a number of subsidiary companies which it has controlled for 
many years by stock ownership. The companies are the York 
Harbor & Beach, the Sullivan County, Montpelier & Wells River, 
Portsmouth Bridge, Vermont Valley and Barre & Chelsea. The 
application states that the merger will tend to reduce expenses 
by eliminating accounting and fiscal expenses. 


BARS PARCELS POST TO SMYRNA 


Postmaster-General Work announced this week that general 
postal service between the United States and Greek postal sec 
tors including Smyrna in Asia Minor has been suspended. 

Any letters or other correspondence addressed to Asia Minor 
or Smyrna still held in Greece from American citizens will be 
returned to the senders in the United States. 

Suspension of postal service with those points applies to all 
articles of correspondence in addition to parcel-post packages 
for Smyrna. The order of the Postmaster-General was issued 
as a result of cable information from Greek postal authorities. 


CHANGES IN DOCKET 


Argument in Nos. 11467, Swift & Company vs. Director 
General; 11499, Consumers Ice Company vs. Same; 11521, Swift 
& Company vs. Same; 11540, Armour & Company vs Same; 11642, 
the Cudahy Packing Company vs. Same, and 12062, Wilson & 
Company, Inc., vs. Same, assigned for October 11, at Washing- 

ton, D. C., was postponed to a date to be hereafter fixed. 

Hearing in Finance Docket No. 1, First Supplement. In the 
matter of lease of the Valley Terminal Railway Company, 
assigned for October 13, at Washington, D. C., before Examiner 
Davis. was cancelled. 

Hearing in: No. 13887, Coastwise Lumber & Supply (Co, 
Inc., vs. P. R. R. et al., assigned for October 12, at New York, 
before Examiner Wagner, was reassigned for October 13, 
New York, N. Y., before Examiner Gerry. 

Hearing in No. 14002, Central Pennsylvania Lumber Co. V8. 
Tionesta Valley Railway Company et al., assigned for October 
12, at Williamsport, Pa., before Examiner Smith, was canceled. 

Argument in 13026, Wichita Motors Co. vs. A. & V. et al. 
assigned for October 14 at Washington, D. C., was cancelled. 
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ANNOUNCING THE 1923 EDITION 


The FREIGHT TRAFFIC RED BOOK 
The Encyclopedia of the Traffic Department 
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SES VIN 
Ready for Distribution November Ist, 1922 


Now a Volume of 600 Pages 


Bound in Atholeather, stamped in gold 


One Hundred new pages have been added covering the following subjects: 


STORAGE 

TRANSIT PRIVILEGES 

PAYMENT OF FREIGHT CHARGES 

PARCEL POST | 

FOREIGN ORDERS OF THE I. C. C. 

RULES OF PRACTICE BEFORE THE U. S. SHIPPING BOARD 
DECISIONS OF U.S. SHIPPING BOARD and 

MANY NEW FORMS AND MISCELLANEOUS TABLES 


Mail your order today so that you will receive a copy from the first lot received 
from the Bindery. 


Price $6.00, including a service in the form of supplements issued to August 
, a 


THE TRAFFIC PUBLISHING COMPANY, 150 Lafayette Street, New York, N. Y. 
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SPEEDY, 
ACCURATE, 
AND 
ACCOMMODATING 
17 PERFORMANCE 
| 
Making close connection with the Freight Service on all principal lines with which we connect; 
our service is unexcelled with through fast freight trains for carload and package freight-making the 
time between terminals shown below, also to Mexico via Laredo. 












List of Direct Connecting Rail Lines: 




















FROM ia 
Waco Houston _| San Antonio | Corpus Christi; _Alice__—|Larede via Alice ; 
3314 hrs. 24 hrs. 26 hrs. 24 hrs. 35} hrs. Aransas Harbor Terminal Railw 
ee oe, 30% * 20 * 22° 20 32 Fredericksburg & Northern Ry. 
ton..... 32%hrs |... 18 < 2a <* 19 « +46 yo Gulf Coast Lines 
mAntoniol 23. “ Re SES Ww ® » Gulf Colorado & Santa Fe Ry. 
Below is approximate service in days from ~— cities and River Crossings: Mivsour, Kanees & Teaas Ry. Ry. 
FROM — |——VWaco Houston | Sam Antonlo | Corpas Christi) Alice Laredo via Ale! © Souther Facihe Lines | 
Kansas City, ........ 4 days 314 days 24 Gays 34 days . = San Antonio Southern Ry. 
an. SS tons ee rt rag si2 « 3i2 « ae St. Louis Southwestern Ry. (Cotton Belt) 
~~ z days 3% 3 se 3 3 os 3% = Sugar Land Ry. ; 























Trinity & Brazos Valley Ry. 


Proportionate service to above is rendered to all intermediate points. Texas Mexican Ry. 
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COAST TO COAST VIA PANAMA CANAL 


Express Freight Services 
U. S. Mail Steamers Twin Screw American Steamers. 


NEW YORK, PHILADELPHIA, BOSTON, LOS ANGELES HARBOR 
SAN FRANCISCO, OAKLAND, PORTLAND, SEATTLE, 


MOBILE, NEW ORLEANS, LOS ANGELES HARBOR, SAN FRANCISCO 
OAKLAND, PORTLAND, SEATTLE 


Through Bills of Lading issued to and from other North Pacific .Ports and Hawaiian Islande. 


GENERAL OFFICES: 44 Whitehall Street, New York 


Marquette Bldg. Feng» aa Bldg. gr 1024 Prudential Building § Central Bldg. 201 California Street Pierce Building 
Chicago tcledclphie Buffalo, N. Y. Los Angeles San Francisco St. Louis 
Mobile Liners, pam pera: ne Spy g Bldg. L. C. Smith Bldg. dingy Empire Shipping Co., Agents neers’ Bidg. 

ner New ne 6 Seattle Tacoma, Wash. Vancouver, B. C. rpareet} Ohie 


















WHEN YOU SHIP 


Look at the map and see how thoroughly the Illinois Traction 
System serves the state of Illinois and the St. Louis territory; and 
keep in mind that this System has 


Joint freight rates. Standard M.C.B. equipment.j ‘ 
Track connections with steam roads. Switching arrangements that reach all in- 
Centrally located freight houses. dustries in St. Louis, Peoria, and other points. 








Ship Today ~Its there To:morrow 


Fast highball freight service. Really an express service at 
freight rates. 


oe RTE ON ott 


The traffic department watches 
over your shipments with a per- 
_ sonal interest. 


W. H. WYLIE, Trafic Manager 


Peoria, Il 


LINOIS Traction SYSTEM 
KINLEY LINES 











